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New Car-Wheel Borer. 


This machine, represented by the engraving herewith, -is 


one of a new design recently completed at the Machine-Tool | 


Works in Philadelphia, and is now in use at the well-known 
works of Messrs. A. Whitney & Son in that city. It is in- 
tended to bore wheels up to 42 in. diameter. The machine 
has been designed by Mr. F. B. Miles, theengineer and man- 
ager of the Machine-Tool Works, in conjunction with Mr. L. 
R. Faught, Superintendent for Messrs. Whitney & Sons. 

The table of the machine, upon which the wheel ischucked, 
has its bearings arranged in sucha manner as to secure it not 
only against downward pressure, but also against side 
strains and all vibration. The train of gearing by which it 
isrevolved is so powerful that even when the boring tool is 
taking the heaviest cut there is no perceptible jar or 
tremor, The boring spindle is of large diameter and is 
carried and guided in adjustable conical bushings which 
hold it firmly. It can be operated as required either by 
hand or by automatic feed gear with six changes. Mr. 
Faught’s improved boring tools, which are especially 
adapted to these machines, are used with them, and they 
increase very materially the rapidity of the work done. 

The wheels are handled very rapidly by an exceed- 
ingly simple and efficient power crane, shown behind the 
machine, which is operated by pulleys belted from the 
line shaft, and is so perfectly under the control of the 
workman that his exertions are limited to simply hitch- 
ing on to the wheel and pulling the cord which regu- 
lates the movements of the crane. 

The following report of the time consumed in bor- 
ing a wheel has been sent us, and indicates a very 
remarkable performance : 


Roughing cut throughin ............. 2minutes 0 seconds. 


Finishing * 0 55 

Shouldering the hub “......... . 0 10 = 

Chamfering the hole ‘“.............. 0 “ 5 “3 
Winns cdise~ casper airnas tinue 3 minutes 10 seconds. 


The whole time consumed by one man in taking up a 
wheel boring and replacing it on the flcor is five min- 
utes. This includes chucking, releasing, etc., as well as 
making three changes of cutters. It‘is expected that 
this time will be still further reduced until the work- 
man can arrange a wheel every feur minutes during 
a day of ten hours. 

The Machine-Tool Works are at the corner of Twenty- 
fourth and Wood streets, Philadelphia, where any other 
information may be obtained in relation to these new 
tools. 


Sontributions. 


The Old Camden & Amboy, Fish-plates. 


MIDDLETOWN, ORANGE Co., N. Y., April 2, 1881. 

To THE EDITOR OF THE RAILROAD GAZETTE: : 
In your issue of 15th inst., in commenting on the 

claim of W. Brown as originator of the fish-plate, you 
refer to its earlier nse on the Camden & Amboy Rail- 
road. In 1846 and 1847 I had charge of a section of re- 
pairs on that road, and the great proportion of the rails 
then in use had riveted fish-plates at the joints. I do 


not know how long they had been in use, but they were 
so much worn thata considerable part of them were 
placed by new ones during the two years I speak of. 

By the way, the new rails came from Cooper & Hewitt’s 
Trenton Mills, Trenton, N. J., and must have been about the 
first turned out of that establishment. J. REEVE. 











Chemistry in Rail Inspection. 





No. 19 Great George St., Westminster, S. W., | 
Lonpon, April 28, 1881. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of 15th April, 1881, you have done me the 
favor to quote in yuur leading article on ‘* Steel” the follow- 
ing sentence from my paper on “ Rail Specifications and Rail 
Inspections in Europe: ” 

‘“‘T have come to the conclusion that the simple falling test is 
allthat is necessary, and in every respect sutticient. Buta 
practical test of very great value, which my inspectors have to 
sup2rintend each day during the make, is that in which the 
maker himself, for his own satisfaction, tests everv blow 
mechanically by having a sample ingot hammered out toa 
bar 1 in. by }¢ iv., which should when cold stand bending 
at least to right angles.” 

This is quite correct, but the remark tends to imply that I 
should be inclined to underrate the value of chemistry in 
steal testing, and in order to correct this impression I wish 
to quote other sentences which appear in my paper, for 
instance: 

** Should the steel break, the cast must not be used, and 
the blowing metil must be changed immediately, so as to 
produce a superior material. In tuis case a chemical analy- 
sis for carbon, silicon and phosphorus is made, in order to 
alee the cause of the metal being too bard or too brit- 
ule. 

On a following page, under the head of “‘ Amcyican En- 
gineer’s Specification,” is given the description of the analy- 
sis made by our chemist in execution of Dr. ludiey’'s for- 
mula for rail inspection, which, bow cyer, in say epic ion, is 
not the right one; but if thewailway cu.cpucics showd insist 


cation for steel rails, “‘if we let the chemist help us, but not | 
be our master and dictator.” a 

This will show my appreciation of chemistry at the time 
the paper was written, and previous to that you will see by 
the inclosed circular* that I already made arrangements in 
my rail inspection to test the rails chemically as well as me- 
chanically. 

I may even further add that I have been working my 
chemical laboratory here, in conjunction with mechanical 
testing at the works, in a systematic way, so as to cause no 
delay in the dispatching of both blooms:and rails; and it 
has come in very opportunely, as my inspection of blooms 
for America ‘is becoming considerable. _Owing to the advan- 
tage of the mechanical and chemical inspection being in the 
same hands, the delay and disagreement which sometimes 
arise when two inspectors of the same work is made are 
thus avoided. 

Out of hundreds of analyses made, many of them checked 
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| essentially in results: and on the whole, it has thrown a re- | 
| markably lucid light on the entire subject. 
I shall avail myself of the opportunity to explain in more | 
detail my system of applying chemistry rail and bloom in- | 
| spection, in my reply to the discussion at the Philadelphia | 
meeting, than I can venture to do now; and I need not, | 
therefore, trespass on your space. 
Meanwhile, in reference to your excellent article, ‘‘ Steel,” | 
| as your quotation from my work might perhaps place me 
|among those who rely on their “ practical acquaintance” 
only, I hope by these few lines to show you that I try in my 
practice to contribute to the *‘ definite knowledge” of the 
‘feminine iron,” viz., steel, by voluntarily testing chemi- 
cally, as well as mechanically. C. P. SANDBERG. 


|The New Ceneral 


To THE EDITOR OF THE RAILROAD GAZETTE : 
| The General Passenger Depot at Chicago was completed 
| and occupied on the 4th of April last. The old frame station 
and sheds which had served the Fort Wayne and Alton 
| roads so long were demolished less than one year before, and 
ground broken for the new work on the 12th of April, 1880. 
| The writer having long known the old depot, and carefully 
| noted the progress ef the improvements, believes that a de- 
scription will be of interest to the readers of this journal. 
The grounds of the Pittsburgh, Fort Wayne & Chicago 
Railway, operated by the Pennsylvania Company, front on 
{the east side of Canal street, between Madison and Van 








Passenger Depot in Chicazo. 





*The paragraphs of his circular to which Mr. Sandberg refers 
| are as follows: 

*In consequence of the great changes that have lately taken 
| place in the processes for the manufacture of steel rails, I have 
ound it desirable, in order to do justice to mv clients, to secure 
| the assistance of a TE engineer to test the rails chemi- 

' oy, as well as mechani 3 
have theref reattached to my staff, Mr. M. Troilius, a Swede 


| with Warrensburg stone for trimmings. 


| limestone. 
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| upon adopting this specification, I could see it carried out, Buren streets, a length of 1,850 ft.; the South Branch of the 
| and as no one can value the assistance of chemistry in steel- | 
making more than myself, having started it eleven years | 


ago, I trust we shall ultimately arrive at the best specifica-| 


Chicago River, which is from 300 to 400 ft. from Canal 
street, flows along the east hne of the property. The depot 
grounds are crossed at the’cefhtre by Adams street, the city 
traffic crossing the grounds and the river by a bridge, which 
is high enough above the rails to clear the locomotives and 
cars. The track level is entirely below the streets, and but 
seven feet above the water surface of the river. Van Buren 
and Madison streets both cross the tracks by viaducts, at 
the south and north ends of the ground respectively. 

The fee of the property is in the Pittsburgh, Fort Wayne 
& Chicago Railway Company, the Pennsylvania Company 
operating. The latter company entered into a contract with 
the four foreign roads for the joint use of the depot without 
in any way disturbing the title or leasehold. 

The principal freight warehouse of the Pennsylvania Com 
pany is situated along the east side of the property parallel 
with and about 180 ft, distant from Canal street, with a 
driveway along the river, approached by inclines from Madi- 
son and Van Buren streets. This building is of brick, about 
700 ft. long by 60 ft. wide; all but 80 ft. lies north of Adams 
street viaduct, which divides the building into two parts. It 

is believed that the company will extend these buiid- 
- ings during the year southward toward Van Buren 
street. The short section was moved back toward the 
river about 20 ft. last year, to admit more tracks in 
front. 

In order to give a clearer idea of the locality a dia 
gram is given. 

The depot is to be used by the following railroad 
companies : 

The Pittsburgh, Fort Wayne & Chicago, operated by 
the Pennsylvania Company 

The Chicago, Burlington & Quincy Railroad. 

The Chicago & Alton Railroad. 

The Chicago, Milwaukee & St. Paul Railway, and 
the Pittsburgh, Cincinnati & St. Louis Railway. 

The trains of the first three companies enter and leave 
the depot from the south, the other two from the north 
end. 5 

The grounds occupied by the depot tracks were graded 
by excavating to two feet below the rail. New steel 
rail tracks were laid on a solid foundation of broken lime 
stone. 

The train house is 1,100 ft. long, with open sides ex- 
cept at the buildings to which it is attached ; the width 
is 100 ft, ; 700 ft. lies north and 400 ft. south of Adams 
street. The framework is supported by iron columns at 
intervals of 25 ft. : these columns rest on blocks of ina 
sonry and are bolted to a heavy footing stone. The en- 
tire shed is of iron and glass, except the wooden roof 


sheathing and the small wooden rafters to which it is 
nailed. Theroof is of the best charcoal tin manufac 
tured. Platforms are laid at the level of the top of rail. 


Provision is made for drainage of roof and surface 
water, and for lighting the sheds at night. At one 
time it was thought that the electric light would be used, 
but gas has been introduced. Doubtless the electric 
light will ultimately be used ; itis so suitable to the 
place that it was probably omitted only in the belief that 
great improvements in electric lighting would be made 
= shortly. The system of gas lighting is as perfect as 
could be devised ; three lines of lights extend the full 
length of shads ; these lines are divided at the centre so 
that any one or all of the six may be lighted and ex 
tinguished instantaneously by keys, at one convenient 
point. Small ‘‘ tell-tale” burners, supplied by a small 
main,‘are kept constantly lighted ; by turning on the 
gas to the main pipes the lamps are lighted. The tell. 
tales consume but little gas, and have proved efficient. 


re- | by our best chemical authorities, none have yet deviated | Large ‘‘ Dyott” lamps‘are used throughout the train house, 


The depot buildings are three in number, all fronting on 
Canal street. The principal one—the passenger depot proper 
—is 200 ft. front by 58 ft. in depth. The other two 
front 150 ft. each on Canal street and are 25 ft. deep. All 
the buildingsare three stories in height above the track level— 
two stories only above the street. They are all built of brick, 
The foundations 
are of random coursed work on squared-up footings of Joliet 
The faces of all walls are of Philadelphia pressed 
brick. This work has received many favorable criticisms on 
account of the exceptional uniformity of color and regularity 
of laying sucha large number. Black mortar was used 
througbout the face work. Over 425,000 pressed brick and 
2,250,000 common Milwaukee and Chicago brick were used 
ju the work. At each end of the main building granite 
stairways lead down to the track level: the walls along 
these stairways and the rear first story walls are faced with 
enamelled brick in pleasing designs. This is to avoid the 
unsightly discoloration of pressed brick caused by persons 
rubbing or leaning against it. All exposed corners are pro- 
tected by iron guards built into the walls. 

The moderate depth which could be given to the building 
led tothe supporting of the main rear wall on iron columns 
The rear first story wall is about 18 ft. nearer to the street 
than the main rear wall of the building: this gives a spa- 
cious porch which is inclosed by an iron railing, with gates 
to train house for passengers. 

The roofs of all the buildings are covered with Peach- 
bottom slate. The tinning of gutters, valleys and flashings 
are of the best ‘‘ IX.” dipped charcoa! plate. The same tin 
is used for the roof of tho *‘ porches ” or verandabs on Cana] 
street, which are iron framings extending from the curb to 
the walls, the whole length of the three buildings and cross- 
ing Adams street by special construction in keeping with 
the other work. The cornice and open work patterns of iron 





| (a pupil of Professor Eggertz), who is fully competent for this 
work, ’’—EpiTor. 


forming a frieze below it combine to givea finish to this 
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part of the work, while the porches themselves are of great 
utility, affording a complete protection to the sidewalk, so 
that passengers can enter the depot or train house with 
comfort and giving shelter to baggage, mails, etc., in 
transitu, 

This verandah along Canal street, in front of the build- 
ings, is 580 ft. long and 16 ft. wide. Its importance, as 
greatly adding to the facilities for handling passengers and 
baggage, cannot be overestimated. It is conceded by ex- | 
perts to largely increase the working efficiency of the depot. 

The ‘main building” is the principal object of interest, 
and is well worthy a careful examination. Its general “‘ lay 
out” is unique in many respects, owing to the peculiar fea- 
tures previously mentioned. 

The main entrance is at the centre by three pairs of swing- 
ing doors admitting to a “vestibule” about 30 ft. by 40 
ft. From the street level one can pass by a flight of a 
dozen granite steps down to the track floor, or by 
seven steps on either side of this flight up to the waiting- 


room floor. There are four pairs of swinging doors from — 


the vestibule to the waiting-reom. This vestibule is a strik- 
ing feature; the frescoed ceiling is some 60 ft. from the 
floor; the walls are handsomely decorated, and the coat of 
arms of the states through which the railroads using the 
depot pass, are artistically painted in the half-circle panels 
in the walls. A staircase opening off the principal waiting- 
room leads by one flight to the balcony, inside the main en- 
trance, over the doors, and by each of two flights from the 
baleony to the third-story hall. This stairway, entirely of 
wrought and cast-iron, is in design and execution one of the 


GENERAL IA 








circles are all glazed with cathedral and antique stained | 


glass in special patterns, each room having a different treat- 
meut. The floor is of marble, laid in cement, on concrete 
filled over corrugated iron arches, supported in turn by iron 
beams. These iron arches form the ceiling of the story 
below, which, it will be remembered, is a trifle above the 
level of the tracks. 

The dining-room is at the north end, on the same floor 
with waiting-rooms. The ladies’ room is at the south end. 
These rooms are finished in the same style as the waiting- 
room, but the decoration of the ladies’ room is worthy of a 
longer notice than can be given here. While nothing has 
been sacrificed in the way of substantial and durable work, 
the frescoing is remarkably delicate in design and coloring, 
and combines with the stained glass and other work to 
make this by far the most elegant waiting-room in the 
country ; at the same time the necessary retiring-rooms 
have been provided with every comfort experience and care 
couldsuggest. In the waiting-rooms are perforated wall 
seating aud settees ; the ladies’ waiting-room has besides 
rocking chairs and other conveniences. A ‘ladies’ lunch 
room” adjoins this room for those who wish some light 
refreshment without going to the dining-room. 

The ticket office projects about 15 ft. into the general 
waiting-room, and has a window on the ladies’ room ; its 
face shows a combination of black walnut, cherry, dark 
Knoxville marble shelf and six windows on the waiting- 
room, two of these being at the cut-off corners. The design 
of all this work is entirely new and very striking. From 
the main waiting-room a stairway of granite steps leads 
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possible ; marble slabs of wash basins are of more than 


| ordinary dimensions and thickness and of the best marbles 
| obtainable ; basins, basin cocks, trimmings and traps are of 


the best ; the water-closets are of one style throughout the 
buildings ; about thirty in all were used, all well ventilated. 

The gas fixtures are very elegant and suitable; they 
were selected especially and prepared in ample time. Nickel 
and gold finish is used in the main floor, brass in the story 
below, and bronzed goods in the third story and baggage 
buildings. The solid bronze newel lights in the rutunda have 
been spoken of before. ; 

The seating of the waiting-rooms has been carefully studied 
out ; perforated wooden side seating and settees have been 
adopted, made especially to fit their places. For cleanliness 
and general comfort, this seating is preferred. No up- 
holstered work has been admitted. A few chairs are in the 
ladies’ apartments. 

The hardware of the buildings may be mentioned here. It 
was selected with care, and is in every way far superior to 
the ordinary builders’ goods so freely used. it is uniform 
in design; all locks are hand made, with brass works: every 
lock has two brass keys tabbed to show where they belong. 
Only bronze and brass are used for door and window trim- 
mings; all is massive end substantial. 

The third story of the main building is occupied by offices; 
the north end has been divided off as a kitchen, as conven- 
ient and perfect as could be desired, with ranges, ovens, and 
all appurtenances complete, including dumb-waiters to the 
dining-room, just below it, and the lunch-room on the track- 
level floor. There is also an elevator for heavy work, a 
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finest in this country; its prominence in the vestibule made | 


its appearance a matter of importance. Instead of being 
hustled into some obscure corner of the building, its bold in-— 
troduction and successful treatment render it very effective. 
The vestibule and granite stairways are wainscotted 
with handsome marble work; great care has been used 
here in the harmonious combination of color as_ well 
as the selection of the most durable materials. The floor is 
also of marble The handsome marble newels are sur- 
mounted by solid bronze ‘ candelabra” newel lights. The 
following varieties of marble are among those used in the 
wainseot: Light and dark Knoxville, Glenn’s Falls and 
Swanton black, Tennessee, Swanton dove, Lyonaise, Bon- 
gard, Lisbon, Formosa, Brocatelle and other fine .marbles, 
the most expensive being used in the panels. The floors of 
vestibule and waiting-rooms are of the best white Italian 
and Glenn’s Falls black, one-fourth black, with black border. 
The large windows lighting the ‘‘ rotunda,” as this square 
vestibule has been named, are of handsomely designed 
stained glass, specially worked out with great skill in draw- 
ing and color. 

Take it altogether this rotunda is a success and a fitting 
introduction to the rest of the building. The massive marble 
and granite work, the ornate staircase, the richness of color- 
ing in the frescoing and stained glass, the beautifully cut 
plate-glass panels of the doors and the solid wood work of 
the same form a tuut ensemble pleasing to the eye, while the 
evidentsolidity of the work promises that it will need only 
an occasional renewing at the painter’s hands to keep it | 
bright and charming. 

The main waiting-room, which, it will be remerabered, is | 


| 


somewhat above the street level, is rectangular, about 54 by 
120 ft. The vestibule cuts off about 28 ft. in depth by 38 ft. | 
in width at the centre of the room. The ceiling is 25 ft, | 
high, richly paneled and moulded. The walls and ceilings | 
are frescoed. The wainscoting and other woodwork are of | 
walnut avd cherry carved and molded in original and | 
tasteful designs. The windows and glass door panelings are 

of plate glass, the latter richly cut. The half-circle heads to 

the windows come above the level of the porch and train- | 
house roofs where they join the main building ; these half- 
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down to the track level; it is easily approached from the 
ladies’ room. The sides are paneled in fine marbles, while 
the well-hole is protected by unique and massive railing of 
solid brass, elaborately ornamented, 

tetracing our steps to the vestibule and descending the 
main stair we find ourselves beneath the overhang of the 
main building on an asphaltum floor which completely sur- 
rounds the buildings and is inclosed by a stone curbing, on 
which stands the iron railing separating from the tracks and 
train-house. The rooms on this floor are: the engine room 
(at the south nd), one otiice,a wash-room and water-closet, 
a conductor’s room, news-room, telegraph office and depot- 
master’s office, smoking and lunch rooms. All these except 
the engine room have marble floors and are handsomely fin- 
ished in wood. The glass panels of the doors are finely cut. 
Neat but prominent lettering indicates the uses of the rooms. 
The engine room contains t.vo large boilers for the steam- 
heating apparatus and the pumps for the elevator system. 
The wash-room and water-closet connect by double doors ; 
a barber shop takes up part of the wash-room. The water- 
closets are arranged on an entirely new plan with a view to 
perfect cleanliness and simplicity. The urinals are also 
simple and we believe unique; they are of marble and dis 
pense with all plumbing except a pipe perforated with holes, 
into which small nipples are tapped and throw constant 


devices it entu:rs the sewer. The pipe is nickel-plated, as are 
the brass legs which raise the marble back and side slabs 


'clear of the marble floor of the urinal, which is one step 


above the marble floor of room. A similar urinal is pro- 
vided in a small room off the general waiting-room above. 
A reference to the first part of this article shows that this 
floor is at so small an elevation above tle ordinary. water in 
the South Branch that a cellar, as ordinarily understood, 
was not to be thought of. Accordingly a “subway” of 
masonry was provided along the rear of this story for water, 
steam and drain pipes; all these are of iron except 
the smaller water pipes, which are of lead. The drain 
pipes connect to a private sewer which leads to the river. 
The plumbing work was designed to be as substantial as 
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stairway for the kitchen from the lowest floor, refrigerators 
of large size, vaults, store rooms, pantries and closets. 

A lofty attic is reached by stairs from both ends of the 
third story. It is divided into three main rooms. The huge 
iron tank which holds the reserve supply for the elevators is 
supported on the vestibule walls, about 85 ft. above the 
tracks. The deck of the central roof is 100 ft. above the 
tracks. The roof is reached by ladders and trap doors at 
three points. A flag staff stands at the central point of the 


| roof, from which a regulation ensign, included in the con- 


tract, was ‘‘ flung to the breeze” at daybreak on the 4th. 
The baggage buildings require special mention. A 
description of one applies equally to the other, except as to 
the third stories. The size is already given. Baggage is 
received and delivered at the street level; from this story it 
is lowered or raised by hydraulic elevators, two to each 
building; the platforms are large enough to hold two of the 
large ‘‘special” trucks loaded toa maximum. The elevators 


;| have been tested to 8,300 Ibs. each, and further by running 


all the elevators at as close intervals as could be reached in 
practice. The “receiving” and “ delivery ” rooms of each 
building are supplied with every facility for the rapid 
handling of baggage and mails. At present two roads 
receive baggage at the southern building and deliver at the 


: northern one, while the other two roads reverse the opera- 
small streams against the slabs; the water is received into a: 


| marble trough cut out of the solid; thence by suitable simple 


tion. (The Chicago, Burlington & Quincy has not yet 
begun to use the depot). In the lower story of the baggage 
buildings is ample room for storage: and water-closets, 
sinks, etc., are provided. The third story of the northern 
(called western) baggage building is used for offices, and is 
approached by an outside covered stairway of iron. The 
third story of the eastern baggage building is divided into 
“emigrant ” rooms, with all conveniences, 

The elevator system is worked under a water pressure of 
some 36 Ibs. to the inch, obtained by pumping water into a 
stand-pipe 10 in. in diameter, built in a flue in the wall and 


| supplying-the reserve tank before mentioned. Every poss- 


ible arrangement is made in the way of reserve pumping 
power to reduce to the minimum the chances of accident to 
theapparatus. In a trial 46 trips were run by the elevators 
without using the pump. The return water flows into two 
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cisterns sunk 16 ft. below the engine room floor, and is 
thence pumped back to the stand-pipe and tank. The cisterns 
are two iron cylinders, connected after sunk, lined with 
brick in "Portland cement. 

All but some 400 fl. of the long front of the property on 
Canal street is laid witha heavy flagstone sidewalk, with 
vaults underneath and wrought-iron railings at areas in 
front of buildings and all along the property, which we re- 
member lies from 10 to 15 ft. below the street. 

Let us recapitulate : there has been built and finished in 
one week less than a year the three large buildings, a train- 
house with platforms and several miles of track, the yard has 
been graded, three viaducts changed, and withal a careful 
and methodical system carried out to the minutest detail of 
the work. The results are remarkable, especially when we 
know that not a single plan had been prepared two months 
before receiving bids, and that not one detail drawing had 
been made at that time. All the plans were prepared in the 
Chief Engineer’s office at Pittsburgh, some 500 plans and de- 
tails in all. The buildings being all of substantial character, 
containing some 1,000,000 Ibs. of iron, besides another mil- 
lion pounds in the train-house, preclude the idea that they 
could be rushed up easily. 

The resident inspector in charge of all the improvements 
was Mr. Robert Trimble, Assistant Engiveer of the Pennsyl- 
vania Company, a young man, but a judicious selection; his 
energy, courtesy and marked capacity for his duties rendered 
him of the greatest value; to him ina large degree is due 
the expeditious and faithful execution of the works. 

The improvements in Chicago, besides those already men- 
tioned, included third and fourth tracks southward toward 
the crossing of the South Branch, an engine house, and:an 
extensive yard at the new outer depot. 

A large amount of property had to be acquired, difficult, 
and in many cases delicate, negotiations had to be carried 
out, between railroad companies, with the city and with pri- 
vate individuals; all these matters and the thousand and one 
details of the work required the presence of the General 
Manager and Chief Engineer in Chicago every moment that 
could be spared from the active work in progress on all the 
lines of the company. That they have been more than ordi- 
narily successful has been due to a determination to succeed, 
a judicious selection of contractors, and a systematic and 
complete oversight of the work; a foresight to provide to-day 
what is needed to-morrow has helped wonderfully to hasten 
the completion and to prepare everything so that it worked 
smoothly the very day fixed for the opening. Sunday night 
trains stopped using the temporary depot south of Van 
Buren street, and Monday morning the business went on 
without a hitch from the new one. 

The names of the contractors and a list of sub-coutractors 
are given below. In some cases special commendation might 
fairly be awarded, but it is conceded that the selection was 
in every way suitable, nor was it made without a careful 
study of the field before the contracts were awarded. 

Sherburn Bryant, of Milwaukee, contractor for all work of 
the three buildings except iron. Mr. Bryant personally 
managed the excavation, stone and brick masonry and car- 
penter work, ably assisted by Mr. Henry, his Superinten- 
dent. 

Singer & Talcott, sub-contractors for curbstone work of 
buildings and flag pavements. 

Hinsdale Doyle Granite Co., all granite steps (100 in num- 
ber). 

E. Smith, plasterer. 

P. M. Almini, painter. 

Davidson’s Sons, marble. 

P. M. Almini, fresco work. 

Bassett & Co., plumbers. 

Crane Bros. Manufacturing Co., elevators. 

Columbus Paving Co., asphalt. 

W. H. Wells & Bro., stained glass. 

Kinsella & Co., cut glass. 

Union Brass Manufacturing Co., brass work. 

The contractors for the iron work of the three buildings 
are: 

Tho Union Foundry Works, all cast-iron work, stairways, 
front railings and porches. 

c. J. Schultz, Iron City Bridge Works, Pittsburgh, 
wrought-iron and all railings, gates, etc., to train house. 

The Delaware Bridge Co. built the train house. A large 
part of the iron work was manufactured by VU. J. Schultz, of 
Iron City Bridge Works, Pittsburgh. 

All the track work was done by the railroad company’s 
men; as many as 350 have been employed on the bal- 
lasting and tracklaying at one time; all this was com- 
pleted before cold weather set in. 

James Kincade was the contractor for excavation in the 
yard and for the third and fourth tracks. Some of the ex- 
cavated material was removed by wagons; most of it was 
loaded on cars and hauled away. 





Max Maria von Weber. 
(Translated for the Railroad Gazette from the Journal of the 
German Railroad Union. ] 

On Easter Monday, April 18, died suddenly of heart dis- 
ease, Max Maria Baron von Weber, in the 59th year of his 
age, after he had that morning finished his report to the 
Minister of Public Works on the railroads and canals of 
North America. The death of this eminent and extraordin- 
arily gifted man, still in the fullness of his powers, is a 
heavy loss not only to the art of transportation, which in 
him loses one of the most eminent railroad experts, but also 
to the whole civilized world. For, comprehending the great 
inventions of our age with acute and scientific view, he knew 
how to set them forth in such a manner that dry technicali- 
ties were transfigured with an air of poetry and beauty, and 


he had the rare power of making perfectly clear to the 
general comprehension in writing and speech the won- 
ders of engineering, in the most finished manner. 
Weber was born in Dresden in 1822, the only son of the im- 
mortal composer of “ Der Freischiitz” and ‘‘Oberon.”” He 
was carefully brought up by his mother, a lady of excellent 
mind as well as heart. Her direction of his education was 
supported by the counsel of his father’s most faithful friend, 
the naturalist Lichtenstein. After a thorough classical 
training he prepared himself for the profession of engineer- 
ing at the Polytechnic School of his native city, and then be- 
gan his further practical training for railroad business, first 
as pupil and then as constructor in the world-rer owned great 
locomotive works of A. Borsig in Berlin. At the same time 
with this practical work he attended the lecture courses in 
natural science and political economy of Dove, Magnus, Mit- 
scherlich, etc., at the Berlin University. 

Then began his practical railroad career, in which he 
served from the ranks up (he ran a locomotive himself for a 
year), through almost all technical and administrative posi- 
tions of railroad business up to the place of manager. 


After passing through the practical service as civil and 
mechanical engineer on various railroads in East and West 
Germany, he traveled over Germany, Belgium, France and 
England, and in the Jatter remained some time under Isam- 
bard Brunel, the constructor of the Thames Tunnel, and 
Stephenson. Later, at the instance of the French govern- 
ment, he visited Northern Africa and described this journey 
in a book, ‘A trip to French North Africa.” He was espe- 
cially interested by the German settlements there, which 
were greatly fostered by the French government. His ob- 
servations thereon he gave in a pamphlet, ‘‘ Algeria and the 
Emigration Thither.” 

Returning to Germany he first took charge of the locomo- 
tive department, and afterward of the entire operation of 
the Erz Mountain Railroad, and then in the year 1850 
entered the service of the Saxon government, first as man- 
ager of the state telegraphs, then, in the year 1852, as tech- 
nical member of the Royal Directory of the Saxon State 
Railroads at Dresden, with the title of ‘ Financial Coun- 
cillor.” On the new organization of the Saxon State Rail- 
roads in 1868, Weber left the Saxon service and accepted a 
call to Vienna, where, entering the Austrian Ministry of 
Trade as Consulting Engineer, with the honorable title and 
rank of Court Councillor, he hoped to find a wide field for 
his talent for organization. For he was (called by the Min- 
ister Beust) to reorganize Austrian railroading from the 
foundation, a task which thoroughly suited his wishes, but 
the fulfilment of which failed, on account of the 
peculiar circumstances of Austria. Beust’s retirement and 
the crisis of 1873, which succeeded the brief industrial expan _ 
sion, hindered the realization of Weber’s plans. In addi- 
tion, his sharp North-Germap manner in official intercourse, 
which formed a strange contrast to the truly charming 
amiability which he displayed in private life, did not permit 
him to obtain a firm footing in his new position. During the 
Ofenheim litigation, in which he appeared as engineering 
expert to show the legal sufficiency of the roads built by 
Ofenheim, he entered into so sharp a conflict with the Ban- 
hans ministry that, on the expiration of his five years’ con- 
tract made with the Austrian government, ke gave up his po- 
sition. Shortly before, as member of a technical court of ar_ 
bitration, he had traveled over the railroads of European and 
Asiatic Turkey, while earlier, when there was a discussion as 
to whether the narrow-gauge system should be intro- 
duced into Sweden and Norway, he had _ traveled 
over the Northern railroads. After living several years 
more (until 1877) in Vienna, engaged chiefly on works on 
science and public questions, he accepted a call from Dr. 
Achenbach, Minister of Trade, to Berlin, in order to devote 
his powers to the German Engpire and Prussia, while in con- 
nection with his position as Consulting Engineer in the Prus- 
sian Ministry of Trade he was to undertake the direction of 
a great ministerial railroad organ. The latter plan was not 
realized, however, on account of Achenbach’s retirement 
from the ministry immediately thereafter; but Weber was 
attached in an extraordinary position in the Ministry of 
Trade, and later in the Ministry of Public Works, and in 
this position received the appoiutment to make, on official 
journeys, thorough studies of canals in Sweden, England, 
Fratice and North America. He could never really recon- 
cile himself with his new chief’s plan of making the 
railroads into a government system. This was the fatality 
of the last years of his life : his powerful and original mind, 
the attractive amiability of his nature, his unusual practical 
knowledge, made this difficult position easier. He 
could never make himself quite at home in the Prussian 
bureaucracy : the whole tendency of his mind was against 
it; therefore his activity had become more and more literary. 
In this literay activity likewise lies his most important 
service. Asa technical literary cultivated writer he has 
won for himself a name throughout the world; in this respect 
he took uncontested the first place io our literatufe. His 
railroad sketches (‘Works and Days,” ‘“ From the World of 
Labor,” Observing and Doing,” etc.) and technical newspaper 
articles are the best that has been done hitherto in this 
special field. 


The literary work that he accomplished, with as great tal- 
ent as industry, is wonderful. Scarcely a question relating 
to railrouds can be mentioned which the deceased had not 
treated in an essay or lecture. 

Among his professional works the following are promi- 
nent: ‘‘The Technics of Railroad Operation ” (1854); ‘* The 
School of the Railroad,” which, first published in 1861, was 
translated into almost all European languages; ‘‘ The Wear 
of the Physica! Organism of Railroad Employés ” (1860) ; 





‘“‘The Dangers to the Employés in the Engine and Train 


Service of Railroads” (1862); “‘ Railroad Telegraphing and 
Signaling” (1867); ‘‘The Criminal Liability of the Rail- 
roads” (1868), etc. » 

He was especially eager for the introduction of secondary 
railroads, which he held especially important for promoting 
the welfare of industry. This question he treated in his 
writings: ‘‘ Practice in the Construction and Opera- 
tion of Secondary Railroads” (1872); “Standard 
Gauge and Narrow Gauge” (1876); ‘Government In- 
fluenve on the Formation of Railroads of Sub- 
ordinate Rank” (1878). Perhaps Weber’s most meri- 
torious contributions to railroad engineering was by his ex- 
periments on “ The Stability of the Construction of Rais 
road Track,” the results of which he published (1879)* in a 
work of the same name, and which have caused a reform in 
the construction of railroad superstructure which is not 
confined to Europe. Very fruitful was Weber's literary 
activity in the years 1875-1877, when he undertook to dis- 
cuss in a popular way the current railroad questions. (We 
recall only the pamphlets ‘The Individualization of Rail- 
roads:” ‘* Nationality and Railroad Policy;’ ‘“* Value and 
Purchase of Railroads,” ‘‘Private, State and Imperial Rail- 
roads:” ‘‘What Railroad System best suits Austrian Circum- 
stances,” etc), Nearly every volume of our Journal, which 
in Weber loses one of its most faithful and eminent contribu- 
tors, gives evidence of the literary productions of the deceasec. 
Great, comprehensive works it was still his intention to pre- 
pare, and first ofall a ‘“‘History of Transportation,” for which 
he had been making preparations for years, in which be 
desired to set forth the connection of road construction with 
the history of civilization from the earliest days down to 
the present time. 

The many-sidedness of his mind is best shown by the ex- 
cellent life which he wrote of his father, Carl Maria von 
Weber, which is recognized by connoisseurs as a work of the 
noblest art intelligence. 

Weber was Doctor of Philosophy, honorary and correspond- 
ing member of the most prominent engineering societies of 
Europe and America, Commander and Knight of high orders. 
He leaves a son, a captain in the Saxon service, and a daugh- 
ter. His body was taken to Dresden, to be laid in the family 
vault there by the side of his deceased wife and his immor- 
tal father. 

The Austrian Railroad Journal says of Weber : “ Called 
to the Austrian service by Count Beust, Weber acted as 
Consulting Engineer of the Ministry of Commerce, but in 
the condition of things at that time could not accomplish 
much in that position; bis sole great reform was the intro- 
duction of a uniform code of signals into Austria-Hungary. 
* * * Achenbach called Weber to the Prussian Ministry of 
Trade in 1878 : but here also he did not attain an influence 
corresponding with the original intentions, since shortly 
after his arrival in Berlin Minister Achenbach was dismissed 
and replaced by Maybach, which latter introduced into the 
office an entirely different railroad policy. Moreover, May- 
bach looked with disfavor upon Weber’s literary activity, as 
contrary to the traditions of the Prussian bureaucracy. 
* * * Thousands of railroad employés have drawn in- 
struction and inspiration from Weber’s works. His 
important services secure him a permanent place in the 
history of German railroads.” 
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The Growth of Grain Shipments by the Mississippi 
River Route. 


A committee was appointed by the Joint Executive Com- 
mittee some time ago to report upon this subject. At the 
meeting of the Joint Executive Committee, April 27, the 
following report was submitted by this committee, signed 
by its chairman, Mr. John King, Jr., First Vice-President of 
the Baltimore & Ohio Railroad Company and Receiver of the 
Ohio & Mississippi. The latter road being one of the chief 
carriers from St. Louis is largely affected by the river shiy - 
ments, and it is understood that it was in favor last winter 
of reducing the rail rate to the Eastin order better to meet 
the river competition. The report has very great value as giv- 
ing, for the first time we believe, definite statements of what 
has actually been accomplished by the river barge lines : 

The following is a copy of the report of the committee: 

REPORT. 
CINCINNATI, O., April 27, 1881. 
ALBERT FINK, Esq., 
Chairman. 

Dear Sir: The committee appointed to investigate and 
report on all the facts and details influencing export rates, 
on account of transportation ria the Mississippi River, beg 
leave to submit the following report: 

INCREASE OF RIVER SHIPMENT. 


The river movement of grain grew from 66,000 bushels of 
wheat in 1870, to 15,762,664 bushels of corn, wheat and rye 
in 1880, as per following table. 





Bus. wheat. Bus, corn Bus, oats. Total. 
‘a SP Al ed bikes cae” ae 000 
bis 399,077 3,000 312,007 
DE “crivens —sesct 1,711,039 
RS 1,373, vepecees 1,373,969 

365,252 1,047,794 10,000 1,423, 

135,961  ‘<shesees. 100" wove 308,578 
ee ee eee 1,774,379 
351.453 3,578,057 171,843 —........ 4,101,353 
Ease 1,876,639 2,857,056 609,041 108,867 5,451,603 
Na 2.390,897 3,585,589 157.424 30,928 6,164,838 
BOED cécscos 5,913,272 9,804,392 45,000 ........ 15,762,664 


While in 1880 the river carried from St. Louis 15,762,664 
bushels of grain, the five railroads running east from St. 
Louis took only 8,734,591 bushels, of which over 7,000,000 
passed through St. Louis in transit from points west and 
northwest of St. Louis. The amount carried by bar, 
between Jan. land March 23 of this year was 2, ioe 
bushels: the rail lines carried, during the same time, 1,088, - 
374 bushels. 

BARGE LINES. 
We have no means of showing the growth of barge ton- 








“*This is a mistake. A translation of this work was ublished in 
1870 or 1871 in Engineering and the Railroad Gazette.—Epiror. 
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present year, a period of two months, the barge lines carried | 
to New Orleans : 





Bushels, 

MENCES, cranes) Meee eh eres ieesan cesta cece tek aetetent tees 1,748,860 
ING an todituncedh ions scine ip Seivgdhabese ced Gee ae nitie wron eed 2,803 060 
ah a a at ST AI a reli aeanina ake «icine mies Ne aes oo 50,078 
METS ar retis Gra volte eens bccn nae aeekvcubae n> cheleseeeas 2 2,423 
ES ae nen ane rae rae 4,624,421 


Besides the above, several cargoes left Cairo and Belmont | 
between Jan. 1 and Feb. 19, of which we have no record, | 
except as to Cairo. 

During the ice blockade the past winter between St. Louis | 
and Cairo, the barge lines carried from the latter place 
1,100,000 bushels bulk grain. 

Now four lines of tow-boats and barges exist, viz. : 

Bush. capacity 
to tow to 


Tow- Bush. N. O. each 
* boats. Barges. capacity. month. 
Miss. Valley TransCo.. 7 48 2,100,000 1,800,000 | 
St. Louis & New Or- } 
leans Trans. Co....... 5 35 1,650,000 1,500,000 
American Trans. Co.. 2 8 400.000 400,000 | 
Mound City Trans. Co.. 1 9 540,000 500,000 | 
Missouri Valley Trans. 
GO... Peaak Scales > 3 175,000 175,000 | 
WON ccaccs. . 16 103 4,865,000 4,375,000 
| 


The last-named line runs from Kansas City. 
There are now building as follows: 
Mississippi Transportation Co., six barges, 60,00U bushels | 
—— each. 
t. Louis & New Orleans Transportation Co., one tow-boat 
and 15 barges, 60,000 bushels capacity each. 


capacity each. 
hen these are completed, say before July 1 next, there 
will be an aggregate tonnage capacity from St. Louis to 
New Orleans of about 5,000,000 bushels per mouth. Export 
oil-cake, tobacco, provisions and flour are also carried by 
barges to New Orleans. 

The barge lines are practically consolidated. ) 
no regular sailing days, but the average time for a round 


New Orleans being made in from six to eight days. 
Mississippi Valley [ransportation Co. make a specialty of 
handling package freight for export. 

The capital stock of the barge lines is as follows: 
Mississippi Valley Transportation Co.......... 
St. Louis & New Orleans Transportation Co 
American Transportation Co..................4. 40,000 
Missouri Valley Transportation (o......0 2.2.2.2... ....5. 100,000 

There is now a barge line (Branch’s) plying between 
Evansville and New Orleans. Itihas one tow-boat and five 
barges, with a carrying capacity of about 125,000 bushels. 

THE EADS JETTIES. 


The Eads jetties were opened March 4, 1876. The tables 
will show the great impetus they gave to the exportation of 
rain via New Orleans. It may be added that of shipments 
rom St. Lonis for 1880, 453,447 bushels were shipped by 
rail to Belmont, and thence by barges to New Orleans. The 
jetties have brought abundant ocean tonnage, both steam 
and sail, to New Orleans. Vessels are promptly loaded, 
eight floating elevators being used for transfer from barges 
to ships, each with a capacity of from 4,000 to 5,000 bushels 
grain per hour. 


RATES, RIVER FREIGHT, INSURANCE, ETC. 


The rates on bulk grain per bushel, St. Louis to New Or- 
leans, in 1889, were: 


$200,000 
800,000 


January and February................ccccececeeseess 9 to 914 cents. 
ERR tee mind dnb dees iiebbeniessanebawkaed 8“8kh * 
April, May, June and July.......................208. 7“ 7% 
IS i nak cise Oss elcncies sigh: 6: ty: <a: das916'4:8 8:0d:-0ha\aerd-aieiv We 8* 84 
Sept., Oct., Nov. and Dec.... ........... cee cc eeecees 9" 9% 


It is safe to say, that so far in 1881 the rates from St. 
Louis to New Orleans have varied from 6 to 814 cents per 
bushel. River rates from Cairo to New Orleans were from 
6 t »8 cents per bushel. 

River insurance from both St. Louis and Cairo, from 60 
to 75 cents per $100, Rates frum Cairo are quoted and bills 
lading signed to New Orleans only. 
COMPARISON OF THROUGH RATES VIA NEW 

NEW YORK. 


Of course, through rates via New Orleans, as well as via 
Atlantic ports, vary from time to time, but a comparison 
for one day (28th March last) may be given. 

Via New Orleans: 

St. Louis to New Orleans, 8\%c. per bushel........ 
River insurance to New Orleans, 34 per cent 
Ocean rate, New Orleans to Liverpool, 6s. 6d. per quarter 

Oe, RE ee rere 
Ocean insurance, New Orleans to Liverpool, 1 per cent.... 
Transfer at New Orleans from barge to steamer, % cent 


ORLEANS AND 


Per 100 lbs 
14. 16¢e, 


. 7d¢e. 


30.00c. 
1.00c. 


IRE Calin ainsn eek ds icct cect dp aieas XG soe use eee iee on 83c. 
Ns cibriccs soe co:3- «da Reos hokese eneeSoee, eegired 46.74. 
Via New York: Per 100 lbs. 
East St. Louis to New York....... sew midge Caen tre et 40.50c. 
Steamer New York to Liverpool, 414 cents per bushel ....14.87c. 
IN eikig. 516.0555 5.iseb gnc dace acisnahnasbiees aocs .90c 
Elevator charges at New York...............6.000.cceeceees 4.17% 
bo RALenks Sawen eee eka wcaes one ..60.4 4c. 


It is generally believed by experienced parties, that low 
4 cents per bushel. 


as well as an export trade via New Orleans. 
NEW RIVER FREIGHT LINE. 

A new freight line from St. Louis, by barges, to New Or- 
leans, and thence to European ports, has recently been or- 
ganized. They quote through rates and issue through bills 
of lading. : 
March 31, speaking of the first shipment by the new line, is 
attached : 

“DIRECT FOREIGN SHIPMENTS FROM ST, LOUIS. 


“Shipments of grain, flour and cotton have heretofore 
been made from this city on through bills of lading to the 
United Kingdom and the Continent, but occasionally only, 
and as negotiated with some railway line to New York or 
some other Atlantic seaport. But now St. Louis, as has 
been made known, has a foreign despatch company of her 
own. The St. Louis & New Orleans, prepared to negotiate 
through fre‘ghts and transportation, and having their ar- 














































































































They have | 


trip is from from 20 to 25 days, the run from St. Louis to | 
The | 


prior to 1881, but it has been very great. Between | continued direct exports from this city on bills of lading is- 
19, the opening of navigation, and April 21, of the | sued here.” 


| E. St. Louis, by C., B. & Q. R. R., 


Awerican Transportation Co., two barges, 50,000 bushels | 


| 
| 
| 
| 
| 
| 


as river rates now are, they can still be made much lower—| ™ore promptly, to the saving of 
in short, that the barges can carry bulk grain profitably at | dues. 

In this, of course, they will be greatly | c : 
aided by the up-stream freights they carry, it being the pur-| by St. Louis parties, who are also , 
pose of the promoters of river traffic to build up an import| the Algiers side of the river. There will be considerable 


A clipping from the St. Louis Republican, of | 


rate of 45 cents gold per 100 Ibs., which will lay the flour) York: C. B. Richards, 
down in Liverpool at less than 90 cents rate per barrel, | ilton, Ont.: F. W.G 
whereas it costs 91 cents per barrel*to Boston by rail—that| A. B. Couch and George 8. Strong, Philadelphia : 
being the rate for 125 barrels to the car-load. This is the | Wainwright 

contract of the new company, and from it may be dated | Hewitt, Trenton, N. J.; D. 8. Hiaes and Horace B. Miller, 


ELEVATORS. 


The elevator statistics at East St. Louis and St. 
are as follows: 


Louis 


Bush. 
capacity. 
2,000,090 

700,000 

900.000 

1,000,000 

500,000 

350,000 

200.000 


3ush. grain re- 

ceived in 1880, 
15.515,072 
4.370.836 
2,4°5,190 


Name. 
St. Louis elev 
Central A. ‘ 
i B 


OE ins > exc ebawennte 


E. St. Louis “ 
Advance 
Venice 

St. Louis wareh? 






587,602 


3.018.670 
484.287 


Total, 1880 
Total, 1879 


eeuaen 5,650,000 
4,950,000 
4.025.000 
3,965,000 


35,064.128 
23,717,612 
20,048,449 
14,297 467 








The elevators now building at East St. Louis and St. | 
Louis, are : | 
Bushels. | 
Union Elevator, capacity... eaidae 700,000 | 
Mo. Pac. Elevator (Carondelet) capacity 800,000 | 
Northern (C., B. & Q.) : ; ca vsevee SOOO) 
Advance additional . 1,000,000 | 
Enterprise “ ok 109,000 


That the interests of certain north and south railroads, as 
well as railroads west of the Mississippi River are, to some 
extent, in accord with the New Orleans outlet, will be ap- 
parent when it is stated that elevators are being crected at : 

Bushels, 

750,000 

. 800.000 
...300,000 
600,000 


capacity. 
Carondelet, by Mo. Pac. R. R., * 
Belmont, by Iron Mt. R. R, 
Cairo, by Ill. Cen. R. R., ; wee 
COMPARISON OF PORT DUES 
The port dues on the New Orleans side of the river are on 
Steamers, 15 cents per ton, registered tonnage, for 60 
days. 
Sailing vessels, 20 cents per ton, on first 1,000 tons, for 60 
days. and 15 cents per ton on registered tonnage, over 1,000 
tons. 


New York; John J. Grant, William Mason, 8. N. Hartwell, 
E. J. Murphy and C. E. Billings, Hartfora; C. E. Simmonds, 
East Boston, Mass.; W. F. Durfee, Bridgeport; A. F. Nagle, 
Providence; Moses G. Wilder, Horace B. Miller, James 
Brady, Thomas Egleston, Charles E. Emery and W. H. 
Weightman, New York; Gardner C. Hawkins, Boston; 
Samuel Webber, Manchester, N. H.; Oberlin Smith, Bridge- 
ton, N.J.; E. B. Gardiner, Passaic, N. J.; Lewis F. Pyne and 
A. L. Holley, New York: C. H. Brown, Fitebburg, Mass. ; 
George M. Holmes, Gardiner, Me. ; J. C. Heming, North Ber- 
gen, N. J.; Allan Sterling. Drifton, Pa.; E. N. Trump, Wil- 
mington, Del.; W. H. Odell, Yonkers, N. Y.; Horace Lord, 
of Colt’s Armory; R. W. Ryan, New York; Charles Sperry, 
Westbrook; H. A. Hill, Boston: George A. Barnard, Hart- 
ford; Charles P. Deane, Pottsville, Pa ; E. W. Thomas, Willi- 
mantic; Thomas S. Almond, New York; Egbert P. Watson, 
New York; Jerome Wheelock, Worcester; R  H. Soule, 
Boston, A. Davis, Montreal; T. L. Churchill, Boston. 
OPENING 

The meeting was held in the Hartford council chamber 

The meeting was called to order at 8:15 p. m. by Pro- 
fessor Robert H. Thurston of Hoboken, N. J., President. 

Mr. D. W. C. Pond, President pro tem of the Beard of 
Aldermen (acting Mayor during the illness of Mayor Bulke- 
ley) delivered an address of welcome. 

President Thurston, in briefly responding, tendered the 
thanks of the Society. and said the members had come to 
Hartford because of its known hospitality, and to see how 
certain things are done and so well done. 

Addressing the members, President Thurston congratulated 
them upon the rapid growth of the organization. It now has 
over 250 members. although but a year old, and has a large 
number of applications for membership. 

Mr. L. B. Moore, of New York, Treasurer, made a report 
showing receipts since organization of $5,217, and a balance 
on hand of $8,408.53, most of which is invested A resolu 
tion was presented at the previous meeting against making 
obligatory the adoption of the metric system in our indus 
trial establishments, and it was ordered that the vote thereon 
be by ballot, to be reported at this meeting. The tellers re 
ported 111 veas and 24 nays, so the resolution was adopted, 


SESSION, 











At Algiers, opposite New Orleans, the port dues are about 
one-third of these figures. 

The towage charges on sailing vessels between New Or- 
leans and the Gulf, are now: 

Large vessels, registered tonnage, 50 cents per ton. 

Small vessels, registered tonnage, 60 cents per ton. 

These rates are firm. A year ago, tcwage charges were 
75 cents to $1 per ton, on registered tonnage. Before the 
jetties were built, towage charges were from $1.25 to $1.50 
per ton, registered tonnage. The towage rates now being 
charged will not increase. On the contrary, they are likely 
to diminish. 

The Baltimore towage rates on sailing vessels vary accord- 
ing to size. For a loaded vessel, 800 tons register, Balti- 
more to mouth of Chesapeake Bay, 19 cents per ton. A 
thcusand tons register, 164 cents per ton. Fifteen hundred 
tons register, 14 cents per tou. 

At New York, the charge for towage on sailing vessels 
from berth to Sandy Hook-¢averages 4 cents per ton on 
vessels of 1,000 to 1,800 tons, and 6 cents a ton on vessels 
registered 1,800 to 2,200 tons. 
RIVER LINES ABOVE ST. LOUIS. 

The Chicago, Milwaukee & St. Paul Railroad have re- 
cently established a line of steamers between Dubuque and 
St. Louis. Already there is talk of the formation of barg 
lines from up-river points. But with no steamer or barg 
lines above St. Louis, St. Louis buyers can now (the past 
winter they have done so), pay as high prices at points in 
Iowa, on Chicago, Burlington & Quincy as can be paid by 
Chicago for even May delivery. So that the trade of Chi- 
cago is likely to suffer from New Orleans competition. 

RAILROAD POOL AT ST. LOUIS. 

The heaviest increases in river shipments have been since 
the formation of the St. Louis pool, the firm rates of the 
pool making the barge lines formidable as competitors. 

WATER COMPETITION AT CHICAGO AND ST. LOUIS. 


It should be remembered that whereas at Chicago water 
competition absolutely ceases during winter, river competi- 
tion at St. Louis never stops ; for, when from ice in winter, 
or low water in summer, navigation is impeded or suspended 
between St. Louis and Cairo, the river is always open below 
Cairo, where, and at Belmont, the barge lines take grain 
brought there by the rail lines, which, as has already been 
shown, are erecting elevators to accommodate trade des- 
tined to New Orleans. 

The chief drawbacks to the New Orleans route are 

LABOR. 

High prices of labor at New Orleans; combinations among 

workingmen having made the following prices for labor: in 








cents at night; and for ordinary deck hands, $100 per month 
and board. 
day and board. 





GRAIN INSPECTION, 

No standard for grain at New Orleans. It is sold for ex- 

port on St. Louis inspection, which increases the risk to 

sellers, if not to buyers. A standard will doubtless come 
with the creation of elevator or shore storage capacity. 

ELEVATORS AT NEW ORLEANS. 

Necessity for stationary elevators and storage room at 

New Orleans, to unload river craft and load ocean 

demurrage and 


| 
| 
| 
| 
| 


vesse.s 
harbor 
A site for a large elevator at New Orleans has been bought 
negotiating for sites on 


storage capacity at New Orleans at an eariy day. 
| Respectfully submitted, JoHN KING, JR., Chairman. 


Convention of the American Society of Mechanical 
Engineers, 

The sgcond re 
| Hartford, Conn., beginning Vednesday, May 5. The fol- 
| lowing report is in great part made up from that published 
in the Hartford Courant. The names of the following 
members, that paper reported, were registered at the United 
States Hotel in that city on Wednesday: 

R. H. Thurston, Hoboken, N. J.; L. B. Moore, Thomas 
Whiteside Rae, Joshua Rose and Richard W. Ryan, New 
| York City; J.C. Hoadley and C. J. Woodbury, Bosion; 
| E. D. Leavitt, Jr., Cambridge; F. A. Pratt, Hartford: D. P. 
| Davis, Jersey City; Geo. H. Smith and E. H. Parks, Provi- 
| dence; Wm. H. Harrison, New Castle, Pa.; J. Seliers Ban- 


rangements completed, negotiated the shipment of flour with | croft, Philadelphia; Stephen W. Baldwin, Yonkers, N. Y.: 
the Atlantic mills, and yesterday issued a first bill of lading | L. K. Fuller, Brattleboro, Vt ; Francis H. Richards, 
for 1,500 sacks of flour for Liverpool and Londonderry at a field, Mass.; E G. P. 


Spring- 
. Parkhurst, Hartford; F. R. Hutton. New 
Philadelphia; Alex. Gordon, Ham- 
ordon, Pittsburgh, Pa.; J. J. W ies 
C. D. 
and P. William 


M.McLaren, Boston ; 


transferring grain, 40 cents per hourin davlight, and 80 | 


At Cincinnati the rate paid deck hands is $1 per | 


gular meeting of this association was held in | 


The tellers also reported the ballots on the following 
named new members, who were declared elected. 
| For members Captain John Eriesson, New York; Erastus 
| W. Smith, New York: J. Vaughan Merrick, Philadelphia; 
| Samuel McElroy, Brooklyn; Jobn Alexander, Mechanical 
Superintendent Standard Oil Co., New York; Stephen E. 
Babcock, Superintendent and Engineer Troy Steam Heating 
Company, Troy: George H. Barrus, Boston; Jobn W. 
Cloud, Altcona, Pa.; Alfred Colin, New York; James E. 
Denton, Stevens Institute of Technolozy, Hoboken, N. J.: 
W. J. M. Dobson, McKesson & Robbins, New York: John 
Fritz, General Superintendent Bethlehem (Pa.) lron Works: 
Robert Forsyth, Superintendent North Chicago Rolling 
Mill, Chicago; H. P. Gregory, San Francisco; 8. N. Hart- 
well, Hartford: F. G. Tallman and Join T, Henthorn, Corliss 
Steam Engine Company, Providence; Wm. Cleveland Hicks, 
New York; C. C. Hill, Chicago; Joseph J. Uhngworth, 
Chief Engineer Utica Steam Cotton Mills; Daniel N. Jones, 
Chief Engineer Cambria lron Works, Johnstown, Pa. ; 
Henry C. Jones, Hillis & Jones, Wilmington, Del. : William 
R. Jones, General Superintendent Edgar Thoms n_ Steel 


=> 


Works, Pittsburgi : Louis D. Laureau, New York ; William 
A. Leavitt, Philadelphia ; Alexander Miller, Deiemater [ron 


Works, New York; Charles H. Morgan, Superintendent 
Washburne & Moen Manufacturing Company, Worcester ; 
James Park, Jv., Black Diamond steel Works, Pittsburgh ; 
Theodore H. Risdon, Meant Holly, N. J.: Oberlin Smith, 
President Ferracute Machine Company, Bridgeton, N. J.; 
Horace 8. Smith, General Superintendent Joliet (I1.) Steel 


e 


Works ; Henry F. Snyder, Pardee, Snyder & Co., Watson- 
town, .Pa.; James Thomas, Davies & Thomas, Catasauqua, 
Pa.; Sanimuel 8S. Welman, Manager Ohio Iron & Steel Com- 


pany, Cleveland : William Oliver Webber, Assistant Engi- 
neer Chicago, Burlington & Quincey Railroad, Aurora, Ll. 

For Associate—W. H. Bailey, American Tube Works, 
New York City. 

The President announced that Mr. George Bond, of 
Bridgeton, N. J., had prepared animportant paper on Stand- 
ard Measurement, and as he was not a member, action was 
necessary. It was voted that he be requested to appear and 
read the paper. 

Mr. W. F. Durfee, of Bridgeport, offered an amendment 
to the rules, providing that before final printing of any 
paper whichis read, or the debate thereon, the proof sheets 
shall be sent for correction to the persons interested. The 
matter was laid over under the rules until the next meet- 
ing. . 

Mr. Church, of the Hartford Engineering Company, said 
thata letter had been received from Mr. J. M. Allen, Presi- 
cent of the Hartford Steam Beiler and Inspection Company, 
offering the members the use of the company’s office ard 
| laboratory. President Thurston presented invitations to 
visit Colt’s Armory and Trinity College, and the several in- 
| vitations were referred to the local committee. 

PAPERS- READ. 

The first paper of the evenig was read by the President of 
the Association, on ** The Ratio of Expansion at Maximum 
Efficiency.” In opening, he explained the method of trans- 
formation of heat energy into useful mechanical work The 
useful work of the machine is that which it transmits 
beyond its own boundaries to other mechanisms, and this is 
a maximum at the rate of expansion, which gives energy to 





the machinery of transmission beyond the engine, at 
least cost m heat expended. ‘The efticiency of the 
system is therefore the product of two factors, the 
efficiency of the fluid and the efficieny of the en- 


gine considered as a piece of mechanism. These points were 
elaborated at length, and with such formulas and technical 
terms that 1f would be impracticable to make an intelligible 
abstract. A conclusion reached was that where the variable 
loss is due to back pressure and to friction of the engine, the 
rate of expansion should be such as to cause expansion to 
| the mean pressure live of the engine diagram taken without 
load; the useful work is the grcss work during expansion, 
jand thus adjusted, and the efficiency is neariy propor- 
| tional to log These conclusions may be taken practically 
without qualification for all actual engines in which the 
working fluid is gaseous and subject to little direct loss of 
heat. For s:eam and other vapor engines still further and 
greater modifications are necessary. In the steam engine, 


r. 


heat is constantly transferred from the steam to the 
exhaust, and the efficiency of the engine and the cost 
of fuel are greatly affected. The heat thus lost fre- 


quently amounts to 25 per cent. of the total supplied, and 
has been known not infrequently to amount to 50 per cent. 
Since loss from this cause has been found to be so great, and 
to increase so rapidly with increasing expan:ion that it 
practically often sets a limit to the economical increase of 
the rate of expansion, it is evident that we may determine 
a point such, that expansion being carried beyond it, the 
losses due this cause will exceed the gain of work done by 
the expanding fluid. Measuring the loss at such a pvint, we 
may determine the equivalent in fogt-pounds of work, and 
thence deduce the magnitu le of a new equivalent ‘ virtual ” 
back-pressure, which, if actually existing as such pres ure, 
would similarly limit expansion. In the remainder of the 
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paper this and other points were elaborately treated. The 
address was an interesting one, and is available to the mem- 
bers as it has been printed in pamphlet form. The above 
gives but the merest abstract. 

The next paper was on the same subject, and was read by 
Mr. Alfred R. Wolff, of New York City. Upon the conclu- 
sion of its reading, both papers were discussed by several 
members. Mr. Charles E. Ewwery, of New York, did not 
believe so much in the formulas presented in the papers as 
in the compilation of results arrived at by experiments— 
getting practical rather than theoretical results. There was 
further discussion by Messrs. E. D. Le.4vit', of Cambridge; 
Allan Stirling, of Drifton, Pa.; W. «. Durfee, of Bridge- 
port; W. H. Harrison, of Newcastle, Pa.; several of the 
speakers giving the results of their own experience with 
different kinds of engines. 

With the understanding that there would probably be 
further discussion of these papers, the meeting adjourned 
at 11 p. m. 

SECOND DAY, 

The society resumed the debate on the papers read Wed- 
nesday evening by President Thurston and Mr. Wolff on 
“The Ratio of Expansion of Maximum Efficiency.” The 
speakers were Messrs. E. D. Leavitt of Cambridge, W. F. 
Durfee of Bridgeport, F. R. Hutton of New York, and 
President Thurston, the latter closing the debate. 

The next paper was read by E. D. Leavitt, of Cambridge, 
Mass., on the ‘*‘ Superior” Engine, now being constructed by 
the I. P. Morris Company, of Philadelphia, the fourth of its 
kind built for mining use. Mr. Leavitt gave a detailed de- 
scription of the working parts of the machine, which is for 
hoisting purposes, and pointed out the principal features, in 
diagrams drawn upon the blackboard and large sheets of 
drawings. The engine has u high pressure cylinder of 40 
in., and low pressure of 70 in., both placed vertically and 
both with six feet stroke of piston. Tbe estimated maxi- 
mum power is 4,700. ‘The paper was discussed by Charles 
E. Emery, New York. Alexander L, Holley, New York; 
G. C. Henning, Wilmington, Del.; Oberlin Smith, Bridge- 
ton, N. J., and A. Davis, of Montreal. 

The next paper was by Mr. Charles E. Emery, on ‘* Altera- 
tions to the Cross Head of a Corliss Engine,” which he re- 
garded as an improvement. He illustrated by a drawing 
the change made. Discussed by Messrs. Leavitt and others. 
Mr. Emery also delivered an address on “ Experiments with 
non-Conductors of Heat.” He described the methods of a 
very ingenious experimental process. Hair telt was the best 
nun-conducting material and is given at 1 (the maximum). 
No. 2 mineral wool came next, 0.532, and below that a mix 
ture of that wool with tar, 0.715, sawdust 0.680, No. 
mineral wool 0.676, charcoal 0.632, wood 0.553, loam 0.550, 
slack lime 0.480, ashes 0.345, coke 0.227, gas house charcoal 
0.480, sand 0.214, asbestos 0.363, air space 0.136. Mr. 
Emery explained that these figures were not the result of 
single experiment, but were the averages of a large number 
of experiments. Mr. Durfee, of Bridgeport, said be had 
seen used to advantage on steam pipes, rmgs at inter- 
vals, then wire cloth, then hair felt, and outside of all, rub- 
ber. He had seenan icicle hanging from the outside of a 
pipe thus protected, in very cold weather. Mr. C. J. H. 
Woodbury, of Boston, said he had found an effective non- 
conducting material made of 4 part of coal ashes, 1 of plas- 
ter of Paris, 1 of sour flour, and 1 of hair, as for mortar. 

A process for copying d. awings for shop use, without the use 
of tracings, was exhibited by 5S. W. Powel, of boston. The 
sensitive paper is prepared in the usual mauner by ccating 
ordivary white drawing paper with the following solution: 
citrate of iron and ammonia, 2', 0z.: red_prussiate of pot- 
ash, 21¢ oz.; water, 160z. A thinner and less expensive pa- 
per may be used wherea large number of copies are re- 
quired. The drawings are preferably made on Weston’s 
linen record paper, which can be obtained, double elephant 
size, 120 lbs. to the ream. The copies will be clearer if a 
little gamboge is added to the usual India ink and red water- 
color or carmine ink used. The blue print exhibited was 
made by exposing the prepared paper directly under the 
drawing in the usual frame of plate glass backed up with 
felt |, inch thick. In large frames it will be found best to 
use screws to press the papers against the glass, as springs 
of sufficient strength are awkward things to handle. The 
time of exposure varies from one to one and a half hours. 

A. F. Nagle, of Providence, read a paper on ‘ Formula 
for the Horse Power of Leather Belts.” In this he put 
known tacts in convenient mathematical form for engineers. 
This paper was briefly discussed, and at 12:45 p. m. a recess 
was taken to 2:30 p. m. 

The Society met at 2:30 p.m. The subject of belts was 
continued in a short paper by Mr. 8S. 8. Webber, of Man- 
chester, N. H., on ** Adhesion of Belts,” in which he gave the 
results of several experiments and promised further showing 
of results. 

Mr. H. F. J. Porter, of New York, followed with a paper 
on the *‘ Binary Absorption System of Ice Machinery.” The 
respective merits and demerits of machines using ammonia, 
ether, petroleum, sulpburous di-oxide, ete., were exhaust- 
ively discussed. The speaker showed very clearly the ad- 
vantage of usinga “binary” liquid, as it might be called, 
produced by allowing sulphurous di-oxide to absorb ether. 
With modifications in the machines, this liquid may be used 
in most of those mentioned. Some of them, with very slight 
changes, are available. 

‘** Steamboat Cams,” an interesting paper by Lewis John- 
son, of New Orleans, was read by the Secretary, in the ab- 
sence of the autbor. It gavea description of the cams, or 
valve motion of Western steamboat engines, used commonly 
on them, but little known here in the East, where the eccen- 
tric is universal. 

Mr. William Hewitt, of Trenton, read a paper on ‘ The 
Continuvus Rod Mill of the Trenton Iron Company.” This 
mill is on the Belgian system, and owes its novelty alike to 
the system of handling, and that long rods of one hundred 
feet can be produced. An extended description was given of 
the machinery of the establishment. This paper was dis- 
cussed at some length, mainly upon the bigh speed of the en- 
gine, which is of the Corliss pattern and is run up to 160 
revolutions. The debate ran into a general discussion upon 
high speed, in which several interesting cases were given 
which had come under the observation of the members. One 
gentleman thought it possible to safely run up to 600 revolu- 
tions with some engines. Mr. J. C. Hoadley, of Boston, re- 
lated the working of an engine in Lawrence, running 106 
revolutions, and doing its work with ease, efficiency and 
regularity. Thit isa Buckeye engine of the kind now man- 
ufactured by the Hartford Engineering Company. 

Mr. Holley, of New York, noted that under the present 
rules there was a difficulty in the cases of new members 
They did not know that their applications were favorably 
bailoted upon until they heard from the meeting, when the 
ballots were opened by the Council, and therefore did not 
care to come until they knew the result. Under a suspension 
of the rules, it was ordered that before each meeting the 
Council may open the ballots and the applicants may be noti- 
fied of the result of the ballot. 

At 4:40 p. m. the Society adjourned to 7:30 p. m. 


THE BANQUET. 


| 


| 


| built by Judge Peter Oliver in 1751 at Middleboro, Mass., 


| on ** Experimental Mechanics.” 


number of about sixty, in all, satdown to an elaborate and 
well served banquet at Merrill’s café Thursday evening, the 
banquet and the intellectual feast which followed it lasting 
from 7's o'clock until midnight. The President of the 
Society, Prof. R. H. Thurston, of the Stevens Institute of 
Technology, Hoboken, N. J., presided, the Secretary, Mr. T. 
W. Rae, ot New York City, occupied a position at the other 
end of the hall. Among the guests present were ex-Governor 
Alexander H. Holley, of keville, whose son, the dis- 
tinguished metallurgist, is one of the prominent members of 
the Society, and the Rev. Mr. Twichell of Hartford, These 
gentlemen retired early in the evening, Mr. Twichell not 
being able toremain to respond to the toast intended for 
him, ‘‘ 'The Industry and Virtue of Hartford.” 

Tbe regular toasts and responses were as follows : 

“The city of Hartford—If its wealth is commensurate 
with its hospitality, the commercial reports of the census 
stand confirmed.” 

Responses by Alderman D. C. Pond, President of the Board 
of Aldermen, in the absence of the Mayor, and by Joseph 
L. Barbour, who made a very humorous speech. 

‘** The Iron and Steel Institute of Great Britain—The first 
technical society to break through the Chinese wall of con- 
servatism.” . 

Response by Mr, 8. G. Thomas, of England, identified with 
the progress in steel manufacture "under the Bessemer pro- 
cess in England, and now on a visit to this country, and es- 
pecially to the iron and steel works here. 

‘** The American Society of Civil Engineers—The 
society of engineering in America, fitly spoken for 
eminent child of its most growing offspring.” 
Response by Mr. C. D. Leaviti, Jr.. of Cambridge, Mass. 
‘*The School of Mines—The foundation of engineering as 
the art of using constructive materials.” 

Response by Dr, Egleston, of the School.of Mines of Co- 
lumbia College, New York. 

“The Pursuit of Science.” 

Response by Mr. Alexander L. Holley, New York City, in 
an exceedingly happy speech. 

“The best of Lubricants—Printer’s Ink.” 

Response by Mr. Bayles, of The Iron Age, in a speech in 
which fine humor and graceful expression of serious truths 
and thoughts abounded. , 

**A formula for post-prandial expansion, condensation 
and re-evaporatien.” 

Response by Mr. Emery, whose “ formula” added another 
to the graceful responses of the evening. 

‘*Tbhe American Institute of Mining Engineers.” 

tesponse by Dr. Raymond of the Engineering and Mining 
Journal, who, in closing, paid a feeling tribute to the dis- 
tinguished inventor and mechanic, Henry R. Worthington, 
who has died during the year. Mr. Leavitt and Mr. Emery 
also spoke in warm praise of the deceased. 
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THIRD DAY. 


Thursday, many of the members visited the local manufac- 
turing establishments, including Colt’s, Pratt & Whitney’s, 
Billings & Spencer’s, the Hartford Machine Company’s 
works and others; and also the State Capitol and Trinity 
College. Many members also went to Willimantic to visit 
the thread company’s works. The local committee arranged 
an interesting programme for the day, and as the trip 
around town was in carriages, the unfavorable weather in- 
terfered but slightly. 

The closing session of the society was held in the council 
chamber Friday evening, President Thurston presiding. 

A letter was real from Superintendent Rawn. of the New 
York & New England Railroad Company, Western Division, 
tendering the civilities of the road and a special car to 
Boston and return. ; 

Mr. George B. Bond, of the Pratt & Whitney Company, 
Hartford, read the first paper of the evening on ‘‘ Standard 
Measvrement,” giving a description of the measure of length 
made at his establishment — describing the processes of 
manufacture to insure perfect accuracy. Upon the conclu- 
sion of the paper President Thurston remarked that the 
Pratt & Whitney Company were deserving of commenda- 
tion for bringing accurate, scientifically determined mea- 
surements into commercial use. It was, he said, the first in- 
stance of the kind of which he had heard. Later in the 
evening, the discussion being resumed on th's topic, Mr. 
Pratt, of Pratt & Whitney, said in three years past bis com- 
pany had spent between ten and fifteen thousand dollars in 
arriving at standard measures, and hoped to reach definite 
results in the next six months. 

Mr. J. C. Hoadley, of Boston, read a paper on ‘* Siemens 
Pyrometer or Calorimeter.” This is an instrument for 
measuring very high degrees of heat, and its operation was 
exhaustively explained by Mr. Hoadley. 

Mr. William H. Harrison, of New Castle, Pa., presented a 
paper on ** The First Rolling Mul in America.” This was 


and was continued in use until 1830, Judge Oliver had a 
special permit to establish this mill, the colonists being 
prohibited generally from coming into competition with the 
English manufacturers. The business of the mill was to roll 
down the bars made at the charcoal forges and slit them 
into rods for nail-making. Eight hundred pounds of iron 
were run through daily, and the nails were made by hand at 
houses in that section; they were worth 1214 cents per 
pound. Mr. Harrison exhibited a drawing of the miil, 
made from the recollections of a Mr. Wilder, of Newcastle, 
Pa., who was employed in it in 1818, The paper gave many 
interesting details as to the process employed. 

In the debate which followed the work was contrasted 
with the improved methods of this time. Some hand-made 
nails from iron made at the mill were passed eround among 
the members and were viewed with curious interest. 

ee resolution was introduced and passed unan- 
imously: 


** Resolved, That the thanks of this society are due, and 
are hereby tendered to his Honor, the Mayor, and to the 
Board of Common Council of Hartford, for the use of meet- 
ing and committee rooms; to the manufacturers of the city 
and vicinity for courtesies extended, and also to the local 
committee.” 

Mr. D. N. Melvin, of New York, read the next paper on 
‘* A new Form of Pressure Gauge.” It was of a very inter- 
esting character, and was applauded. 

Mr. Oberlin Smith, of Bridgeton, N. J., presented a paper 
Mr. Smith made the point 
that there is a great deal of practical information which is 
not readily available. It is not in print and cannot be had 
excepting by inquiry from men engaged in each particular 
line of business, and they are not always easy to reach nor 
prompt to supply. The result is that very often time is lost 
in making experiments which have been made a thousand 
times before, and the results not given tothe public. In con- 
clusion, Mr. Smith suggested that work of this general char- 

acter very properly belonged to this society. ne result of 
|this work would be, for one thiag, to secure uniformity in 
the manufacturing ot articles of daily use, as to names, sizes, 
weights, strength, etc., among manufacturers making the 
same line of guods. 

President Thurston favored the systematizing suggested, 
and believed that in time, by concerted action, the results 
sought could be reached. He believed that a governmental 





Members of the Society and a few invited guests, to the 


proper financial aid from the national treasury. He gave 
an interesting account of experimental work on iron, etc., 
conducted in the mechanical laboratory; established in the 
Stevens Institute in Hoboken. 

Mr: Holley, of New York; said that’ai it seemed froni past 
experience that Congress preferred to have experiments con- 
ducted by the Ordnance Department, and as the officers 
thereof did not appear to care to work in common with 
civilians, it only remained for methanital engineers and 
others to endeavor to stimulate those officers to a class of 
work and experiments which will be of practical benefit to 
the manufacturing interests of the country. 

S. N. Hartwell; of Hartford; presented a paper on “A 
Method of Purifying Exhaust Steam from Oil,” and a dia- 
gram of a machine which will accomplish this importatit 
result, 

The debate on Mr. Smith’s paper was then resumed, sev- 
eral members giving their views briefly. A number of 
papers remaining to be read were read by title and ordered 
printed, ‘lhere was some discussion about the place of the 
next meeting, which is to be held before next November, on 
call by the CounciJ, who will also fix the place, Boston, 
Mass., and Altoona, Pa., have been mentioned. 

At 10:45 p. m. the meeting adjourned sine die. 


Rates on Live Stock. 
The following are the proceedings of the committee ap 


pointed at the late meeting of the Joint Executive Commit- 
tee to report on the restoration of rates on live stock: 


RATES ON LIVE STOCK, 


The committee assembled at 2 o'clock, the Commissioner 
acting as Chairman. 

The Chairman said it was generally understood that live- 
stock rates were not maintained, and that efforts had been 
made to secure a restoration of rates, and that in case the 
rates could not be restored, the lowest existing rate should 
be adopted as the basis for the general tariff. The difficult 
of restoring rates arose from many causes connected wit 
the New England dressed beef and live stock business, 

It is claimed that the rates on dressed beef were not 
maintained, and, therefore, live-stock rates would have to 
be reduced to meet the dressed-beef rates in order to put both 
upon the same footing. 

The investigation had disclosed the fact that the dressed 
beef shippers were not charged with the full weight, and 
that allowances in the way of icing and car hire, etc., were 
made to the dressed-beef shippers, which reduced the estab- 
lished tariff rate so much that it gave them a great ad- 
vantage over the live-stock shippers. 

In order to overcome these inequalities, the Trunk Line 
Executive Committee had met on the 10th inst., to carry 
out resolution No. 4 of the presidents’ meeting of the 16th, 
and it was agreed, 

First. To ascertain whether steps could not be taken to 
have hereafter the correct weight of dressed beef ascertained 
and charged to the shipper, as is the case with live stock, 
and all other articles. 

Second, That the Commissioner should inquire of each of 
the trunk lines what allowances of any and every kind are 
being made to the dressed-beef shipper, in order to ascertain 
the lowest net rate that the shipper has to pay; and having 
ascertained these allowances, he should take the lowest rate 
on the dressed beef and fix the live--tock rate upon that 
basis, so that the former rate should be GO per cent. increase 
of the net live-stock rate. 

The Commissioner stated that he had received answers 
from all the roads. The B.ltimore & Obio, Pennsylvama, 
and New Yo:k, Lake Erie & Western railroads reported 
that they did not carry any dressed beef to New England. 
The question was one for the New York Central and Grand 
Trunk railroads tosettle. 

He further stated, that he had called this meeting of all 
parties that were interested in the subject, with a view of 
determining from tbe reports made to him what should be 
the exact rates on live stock upon the above basis after 
making all the deductions that are being made from the 
dressed-beef rate. 

A general discussion then took place. 

The first question considered was the method that should 
be adopted bor ascertaining the exact weight of dressed beef, 
and having it charged correctly to all shippers. 

Mr. Ledyard had previously suggested that the Commis- 
sioner should appoint two men to act under him for the pur- 
pose of weighing all the dressed beef, such men to be paid by 
the roads interested in proportion to the business done. 

He thought this would be more satisfactory to the other 
parties, as the men so opens would be neutral and not 
under the control of the Michigan Central Railroad. 

The Grand Trunk Railway objected to paying a portion 
of the expenses, as they were properly terminal expenses, 
which shuld be defrayed by the terminal roads; they ex- 
oressed themselves, bowever, satisfied with any party that 
Mr. Ledyard should appoint. 

It was finully agreed that Mr. Ledyard should, on bis own 
account, appoint men for the purpose of weighing the dressed 
beef, and pay for their services, this arrangement to con- 
tinue until such time as any of the parties should beccme 
dissatisfied, when proper measures should be taken to remedy 
the ditticulties complained of. 


ALLOWANCE FOR SHRINKAGE. 
The next subject considered was the allowance for shrink- 


e. 

It was shown that shippers of dressed beef claimed as high 
as 8 per cent. shrinkage. but that 5 per cent. was allowed. 
It was also shown that the Chicago roads were allowing as 
far as Buffalo 4 per cent. shrinkage on live stock, equal to 2 
per cent. through to New York. 

After an extended discussion as to whether any shrinkage 
on eitber class of freight should be allowed, and if so how 
much, it was ° 

** Resolved, That on and after Monday. May 2, 1881, the 
charges for transportation of dressed beof shall be assessed 
upon actual weight at the time and place of shipment. 

“ Resolved, That on and after Monday, May 2, 1881, the 
charges for transportation on live stock shipments from all 
important points where stock yard facilities exist for weigh- 
ing live stock, shall be assessed upon actual weight as ascer- 
tained, at the time and place of shipment. ‘ 

‘Resolved, That the stock yard companies at Chicago, In- 
dianapolis, St. Louis, East St. Louis, Cincinnati and other 
important stock-shipping points, be required by the terminal 
roads at these points to construct at an early date weighing 
scales, at or convenient to the loading pens, for the purpose 
of weighing all live-stock shipments at the time they are 
loaded upon the cars for shipment, and when done the trans- 
portation charge to be assessed upon the actual weights so 
ascertained.” 

ALLOWANCES FOR ICING CARS. 


The third question for consideration was the charge for 
icing. The New York Central & Hudson River Railroad 
reported to the Commissioner certain amounts paid on 
dressed-beef shipments; but the representative of the 
Grand Trunk Railway claimed that his company were 





commission might accomplish important work, if it had 


not ying anything for icing. As it was shown 
by p> > that the rand Trunk Railway 
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did y for icing, and Mr. Porteous acknowledged that he 
was ro informed on the subject, it was concluded that fur- 
ther discussion, with the view of arriving at the exact rate 
pid by the dressed-beef shippers, was unnecessary, until 
the Grand Trunk Railway could be represented by some | 
one who was in the full possession of all the facts in the case. 
It was therefore decided to consider the matter at a sub- | 
sequent meeting, to be called by the Commissioner, when all 
parties having full knowledge of the transaction can be 


resent. 
The question what should be done in the meantime was | 
then discussed at great length. | 
Mr. Rutter offered the following resolution, which was | 


* Resolved, That this matter of live-stock and dressed-beef 
rates be referred to the Trunk Line Executive Coi mittee.” 

Mr. Smith then offered the following resolution, which 
was adopted : 

** Resolved, That pending the action of the Trunk Line Ex- 
ecutive Committee,relative to the adjustment of the rates on 
dressed beef and live stock, the rates on all classes of live 
stock from all points in the West to New York, Philadelphia, 
Baltimore and intermediate points, be maintained, regard- 
less of the rates made upon dressed beef and live stock to 
New England points.” 

The meeting then adjourned. 

In issuing the above report Mr. Fink stated that as there 
was a prospect of an eariy settlement of the whole question 
he had not acted upon Mr. Smith’s resolution: but that due 
notice would be given of the complete restoration of rates, 
as soon as agreed upon, or of a general reduction, or of the 
partial restoration as contemplated by Mr. Smith’s resolu- 
tion. 

May 2, Mr. Porteous, of the Grand Trunk, telegraphed that 
he had positively ascertained that no such charge has been 
age by thiscompany. Swift, the shipper, furnished ice at 

is own expense. 

On further investigation, the New York Central found 
that Mr. Porteous’ statement was correct, and withdrew its 
charge. 

Hee settionnent having been reached, Mr. Fink last week 

ave notice of a general reduction of live-stock and dressed- 

f rates, linble to advance without notice, to a level with 

those which the leading New England shippers had been 
getting. 


The Origin of the Illinois Central. 





The Chicago Inter-Ocean publishes a letter from T. C. 
Estee, of Chicago, from which the following is an extract : 

Probably not more than three persons outside of the ‘* old 
crew ” are now living who were personally familiar with 
the circumstances which formulated the first movement 
resulting in a railroad in Illinois. The history reads like a 
veritable rom+nce, and the truth is stranger than fiction. 

Nearly fifty years ago a bill passed providing for state im- 
provements, and authorizing the issuance of bonds guaran- 
teed by the state to pay for them. Over 43,000,000 of these 
bonds, in denominations of $100 and upward, were issued. 
Improvements of various kinds were undertaken, but all in 
the northern part, as the southern part of the state was at 
the time quite a wilderness, and scarcely organized. After 
a few years, storekeepers, tradesmen, contractors and farm- 
ers had their hats full of these bonds, used to pay debts at an 
agreed discount. 

Large amounts found their way to Chicago, and finally to 
New York, where in after years a majority of the bonds 
issued were held by comparatively few capitalists. The 
question of tinal payment soon became a serious one. 

Because the internal improvements were all made in the 
north, and because no Legislature for twenty years would 
make an appropriation for the payment of a dollar of the 
interest, a great effort was made to repudiate the bonds 
entirely, and a member was elected from Chicago pledged to 
do all he could in that direction. 

Meanwhile the interest had accrued so that the total in- 
debtedness amounted to over $10,000,000, and it was gener- 
ally conceded that the next Legislature would and should 
repudiate the bonds. 

At that time there was in the law oftice of Daniel Web- 
ster a young man of most remarkable and peculiar talent 
and the most incisive shrewdness, who had great reputation 
in making language appear very attractive, while it most 
successfully hid the true meaning and possible application. 
The New Yorkers went to him with the story of the bonds, 
and employed him to formulate a bill which should dim at 
the payment of those bonds ; $1,000 was the fee for an ac- 
ceptable bill which would read like a poem to the West and 
gather the harvests for the East. 

e bill was drawn, submitfed and explained, accepted 
and paid for. 

Then comes the offer of $25,000 and expenses if he would 
secure the —- of the bill by the Illinois Legislature, then 
about to meet. Inthe early part of the next session, the 
young man made his appearance on the floor, as much a 
stranger as the man in the moon. Liberal, jocose, free and 
easy, entertaining and manifesting the intensest interest in 
the development of the great new state, he became an un- 
usual favorite, and before the Legislature adjourned the act 
became a law. Robert Rantoul, Jr., peace to his early ashes, 
returned to New York, received his $25,000, and the bonds 
which were a drug at 5 per cent. suddenly jumped to par at 
a bound. In the generousness of their great hearts the 
worthy widow afterward was made the happy recipient of 


_ another $25,000, 


That act is what is§ row the charter of the Tlinois 
Central Railroad Company. The old state indebtedness 
bonds, steadfastly ignored by every Legislature for twenty 
years, are8aow almost forgotten, and very few are yet aware 
that they existed and have been very quietly paid up, inter- 
estand principal. 

The act gave away absolutely millions of acres of valu- 
able land, while the actual building and operating of a rail- 
road was no more contemplated than the building and supply- 
“~— church in every township of the state. 

ost of the copies of the act in pamphlet form were boxed 
and sent to the cellars of the New Yorkers, though printed 
by the state for distribution; and from one of those boxes 
comes one to the writer, at the hands of a former employé, 
in position to know all that was done and most all of what 
was meant, and from one whose youth was spent in New 
York, and to whom the officers, faces and names of the 
actors in this drama were perfectly familiar, these state- 
ments are given, with volumes of circumstantial detail. 

In the discussions which preceded the passage of the act, 
nearly a month was spent in providing the best way to pro- 
tect the interest of the state and its citizens as against a vor- 
poration under the charter, and to bring to light at an 
time any of the transactions of the company holding so a 
uable a charter. ut reef it was agreed upon that the Gov- 
ernor of the state should be a perpetual director, with spe- 
cial and peculiar apne voice, vote and authority, as 
the special guardian e state. But anticipating that offi- 
cial duties m’gat prevent close perscnal attention at all 
times, it —_ him power and privilege to int a proxy 
to act for him and perform the duties assigned to him, 

The act provided that 7 per cent. of the gross earnings 0: 


the organization under this charter should be paid to the 
state to apply on state indebtedness. That all the lands 
deeded under the charter should be sold within ten years, to 
be thereafter taxed by the state. 





RAILROAD LAW. 
Louisiana State Railroad Bonds. 

In the case of Williams, et a/., plaintiffs in error, vs. the 
State of Louisiana, the United States Supreme Court has 
rendered a decision of which the following summary is tele- 
graphed : ‘‘ The question presented by this case is the legal- 
ity and validity of certain bonds of the state of Louisiana 
issued under an act of the State Legislature of April 20, 
1871, to the New Orleans, Mobile & Texas Railroad Com- 
pany. The present plaintiffs in error, who are holders of 
some of the bonds in controversy, came iv in the court below 
as intervenors ina suit of the state of Louisiana against 
the State Auditor and State Treasurer to enjoin the pay- 
ment of the bonds on account of their unconstitutionality. 
The Court below decided that the bonds were void, where- 
upon Williams ef al. appealed. This Court holds that the 
bonds in question constituted a new debt issued ona new con- 
sideration, under a new act of the Legislature, which was 
itself void because in conflict with the provisic ns of the state 
constitution, and that the bonds are equally void as being in 
excess of the debt which the state could constitutionally 
sonate. Judgment affirmed with costs. Opinion by Justice 
Miller.” 

A similar decision was also given in the parallel case of 
Durkee et a/. against the Louisana Board of Liquidation. 


Township Railroads in Ohio. 

A dispatch from Columbus, O., May 10, says: ‘The Su- 
preme Court of this state ——e rendered a decision which 
declares that the laws passed by the Legislature during its 
recent session to authorize acertain township to build rail- 
roads, and lease and operate the same, are in conflict with 
section 6 of article 8 of the state constitution, and are there- 
fore void.” 





THE SCRAP HEAP. 
Locomotive Building. 


The Rogers Locomotive Works, at Paterson, N. J., last 
week shipped by steamer from New York the nine locomo- 
tives which they have been building for a Spanish railroad. 
They are the first American locomotives to go to that 
country. 

The Br wks Locomotive Works, at Dunkirk, N. Y., are 
filling an order for 23 locomotives for the Utah & Northern 
road. Seven have already been delivered and the rest are to 
be sent from the works at the rate of two each month. 

The Pittsburgh Locomotive Works are running full time, 
and will not be able to fill all the orders on hand for months 
to come. 

H. K. Porter & UCo., in Pittsburgh, are running their 
works full time, with a number of orders to fill. 

The Norwich & Worcester shops in Norwich, Conn., are 
building a Mogul freight engine for the road. 

The Baldwin Locomotive Works, in Philadelphia, turned 
out 52 locomotives in April. This is, with one exception, 
the largest month’s production ever made at the works. 

The Philadelphia & Reading shopsin Reading, Pa., have 
just completed the fourth heavy passenger engine for the 
Sand Brook line. 

The Central Vermont shops at St. Albans, Vt., have nearly 
completed a Mogul freight engine with 19 by 24 in. cylin- 
ders, making the eighth of these engines built in the shops 
for the road. 

The Portland Company, at Portland, Me., has taken a con- 
tract to build six locomotives for the Richmond & Danville 
road. 

The North American of May 11 says: ‘‘ The old Camden 
& Amboy Railroad shops at Bordentown, which have been 
idle for the last seven years, were leased yesterday to a party 
from New York for a term of 30 years, for the purpose of 
manufacturing locomotives.” 

Car Notes. 

The Jackson & Sharp Co., at Wilmington, Del., has 
recently delivered to the Savannah, Florida & Western road 
a full equipment of baggage, mail, passenger and parlor cars 
for its new Florida Short Line, and will shortly complete 
the order with several dining cars, the first of which is now 
ready. This car will seat 32 persons at eight tables, and has 
a kitchen and pantry, thoroughly equipped with cooking 
apparatus and all necessary linen, china, glass, etc., besides 
a large refrigerator for storing provisions and a water tank. 
The car is very handsomely finished and provided with two 
toilet rooms. 

Pennock Brothers are enlarging their car shops at Minerva, 
O., by a new building 60 by 100 ft. in size. 

The Russell Wheel & Foundry Co., at Detroit, has a num- 
ber of orders for car wheels on hand, and is making also 
many car castings, besides some very large castings for the 
Detroit water works. 

The Pennsylvania Railroad shops at Altoona, Pa., are now 
turning out 25 freight carsaday. The passenger shops are 
building about 12 new passenger cars a month. 

The Nelsonville Foundry & Machine Co. has been organ- 
ized at Nelsonville, O., to build railroad cars and machinery 
of all kinds. 

The Williamsport (Pa.) Bulletin says that the new car 
shops at Watsontown, Pa., are completed and in operation. 
The firm name of the company is Pardee, Snyder & Co. 
Ario Pardee, Sr., is Chairman of the association; Oliver 
Leiser, Secretary; Henry F. Snyder, Treasurer and Gene- 
ral Manager; T. W. Frederick, Superintendent of the car 
department, and Harry D. Heiser, superintendent of the 
machinery department. The machine shop is 50 by 90, with 
a wing 85 by 46: engine room, 20 by 22; boiler house, 32 
by 72; blacksmith shop, 50 by 60, to which an addition 50 
by 50 is being built; wood shop, 150 by 50, and an addition 
50 by 50 is being erected: erecting shop, 50 by 80; pattern 
shop, 31 by 46; paint shop, 16 by 36; iron house, 24 by 14; 
storehouse, 20 by 40; office, 28 by 32, two stories. The 
shops are stocked with the latest and best machinery; 175 
hands are employed, who are turning out four box cars 
daily, which production willsoon be increased. 

The Lobdell Car Wheel Co., at Wilmington, Del., is to 
be extended. The company has lately bought a tract of 
210 acres of land. 

Bridge Notes. 

It is stated that Clarke, Reeves & Co. have taken the con- 
tract for the New York & Long Island Bridge, which is to 
cross the East River at Blackwell’s Island, from Ravens- 
wood, on the Long Island shore, to Seventy-sixth street, 
New York. The bridge proper will have three spans, one 
of 618 ft. over the east channel, one of 700 ft. over Black- 
well’s Island, and one of 734 ft. over the west channel. It 
will be nearly 200 ft. above the water. 

The Wrought-Iron Bridge Co., at Canton, O., has the con- 
tract for swing bridges over the Ohio Canal at Newcomers- 
town and Port Washington. 

Sealed proposals will be received at the office of the Clerk 





of Committees, City Hall, Boston, until noon of May: 19, for 
building an iron bridge over the Boston & Albany road on 
the extension of Broadway, Boston, Mass. Plans, specifica- 
tions, etc., may be seen at the office of the City Engineer. 

The Atlanta Bridge Works, of Wilkins, Post & Co., have 
taken a contract to build the bridge over the Chattahoochie 
River for the new Georgia Western road. 





Iron and Manufacturing Notes. 


The Bethlehem Iron Co., at Bethlehem, Pa., has declared 
a semi-annual dividend of 3 per cent. and also a *‘deferred 
dividend” of 3 per cent., both payable May 10. This makes 
9 per cent. paid on the stcck during the past year. 

J. H. Sternbergh, at Reading, Pa., is building a rolling 
mill 190 by 60 ft., adjoining his bolt and nut works. The 
mill will have a capacity of about 7,500 tons of bar iron 
yearly. 

The Cambria lron Co., at Johnstown, Pa., is building a 
number of additional dwelling houses for its workmen. 

No. 1 anthracite furnace of the Phoenix Iron Co., at Phoe- 
nixville, Pa., during the week ending April 23, made 456 
tons pig iron, with an average consumption of 2,464 Ibs. 
coal to the gross ton of iron. The furnace is 15 ft. bosh and 
52 ft. high. 

Two new blast furnaces are to be built near Goshen, Va., 
to which steel works are to be added hereafter. A short 
railroad is to be built from the Chesapeake & Ohio road to 
the site of the furnaces, which is close to a large deposit of 
iron ore of very fine quality. 

The Akron (Q.) Iron Co. has during the past year erected 
a shop 36 by 75 ft., which is used exclusively for the manu 
facture of hot polished shafting. 


The Rail Market. 

For 1882 deliveries steel rails continue at about 860 per 
ton at mill. There is, however, considerable demand for 
early deliveries, and quotations are $64 to $65, orders being 
hard to fill. Sales of English steel rails are reported at from 
#61 to $62.50 at tide-water. 

In iron rails considerable business is reported at from 
$46.50 per ton at millfor heavy rails, up to $51 for light 
sections, varying somewhat with location of mill. 

Old iron rails are unsettled. Sales are reported at from 
$26.50 to $28 per tun in Philadelphia. 

Railroad spikes are quoted at $2.60 per 100 Ibs. : 
bolts, $3 to $3.50 ; fish-plates, $2.40. 

An Indian Freight Contract. 

The Carson (Nev.) Appeal tells this story : *‘ The Indians 
of the Walker Lake Reservation feel very happy since their 
victory over Mr. Yerington and the Carson & Colorado 
Railroad. It appears that when the railroad company 
treated for the right of way through the reservation, the In- 


track- 


dians agreed to receive, in full pay, $700 and the 
right to ship free over the road forever any 
fish or other produce which they might wis 


to bring to market between Hawthorne and the Mound House. 
Walker Lake is swarming with fine trout, but the Indiaus 
did not find the trade very profitable when the item of trans- 
portation began to be figured on. The catch was therefore 
limited by the slim facilities for finding a market before the 
fish spoiled. When the new road reaches Walker Lake the 
Indians will be the bosses of the fish trade, and Dayton will 
be the fish mart of the state. The Indians say that 
if Mr. Yerington had known how many fish they 
could catch in a day be would never have entered into such 
acompact. The Indians laid their wires for this thing long 
ago. When Mr. Yerington visited Waiker Lake they put 
up a job on him. They invited him to spend a day fish- 


ing, which he did, and they gave him a_ bait 
which fish absolutely avoid. Several of the bucks 
also fished with him, some using no bait at all. 


The result of the day’s toil was a small white fish 
and a couple of half-pound trout. The savages pretended 
that the day’s sport had been very fine, and got up a big 
dance in honor of a big catch, remarking the fish had never 
been so good for years. In an unguarded moment he signed 
his fish contract, and now they say they will be able to keep 
the Carson & Colorado cars loaded down with nothing but 
fish al] Summer long, but not wishing to be hard on the 
road, they will allow it to carry pay freight and passengers 
during the winter months.” 

A Safety Valve Patent Decision. 

The Chicago Inter-Ocean of May 6 says: ‘Judge 
Blodgett, of the United States Circuit Court, yesterday 
decided the case of the Consolidated Safety-Valve Co., 
of Boston, against E. B. Kunkle, of Fort Wayne, Ind, This 
was a bill filed in October last by the complainants to enjoin 
the defendant from manufacturing what is known as the 
Richardson safety valve for steam engines. The Court held 
that the valve made by Kunkle depended for its operation 
to some extent, if not wholly, upon the principles 
used in the Richardson valve. The Court said thatin ad- 
ministering the patent law the most dangerous pirating upon 
well established patents were those that simply approxi- 
mated to the results by falling a little short in some of the 
elemental parts and yet come near enough to produce the 
result the patentee intended. In conclusion the Court held 
that the Kunkle valve was an infringement of the valve 
owned by the Consolidated Safety Valve Co., and gave Kun- 
kle the privilege of giving a bond to answer whatever dam- 
ages might be adjudged on final hearing of the case, or in 
default of such bond a preliminary injunction should issue 
restraining the further infringement of the Richardson 
patent.” 

Sale of the Centennial Main Building. 

The International Exhibition Co. will receive at its office 
in Philadelphia, until June 1, bids for the whole or any part 
of the building known to so many as the Main Building at 
the Centennial Exhibition, and now standing in Fairmount 
Park. The building is so constructed that it can be taken 
down and removed in sections, and the material used for 
erections at other points. Descriptive catalogues, etc., can 
be procured on application to the President of the company, 
J. A. Paxson, in Philadelphia. : 

A Large Casting. 

One of the largest cylinder castings ever made was cast 
on April 28 at the Morgan Iron Works in New York. The 
casting is 18 ft. long and contains about 90,000 Ibs. of iron. 
It is for a new steamboat now building for the Old Colony 
Steamship Co., and when finished will be 110 in. in diameter 
and 14 ft. stroke of piston. The engine is to be a beam 
engine with single cylinder. 

Railroads in Japan. 

The Niphon Tetsudo Kaisha (Japanese Railroad Company), 
has decided to build five railroad lines, which are to be taken 
up in the following order: 

1. From Tokio to Takasaki, with a branch to Awamori. 

2. From Takasaki to Tsuruga, in Yechizen. This line will 
complete a connection between Tokio and Kioto. 

8. A line to Nakasendo. 

4. A branch from the last line through Niigata to Ushu. 
These four lines are on the island of Niphon. 

5. A line on the island of Kiushiu from Dairi in Buzen, 





through Kokura to Nagasaki, with a branch to Kumamoto. 
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Selling a Railroad Short. 


Gould to his assistant—Haint the two roads trying to buy 
the Thayer stock ? 

Assistant—Yes; N. J. C. and B. & O. 

Gould to his assistant—How about Pensy /‘ 

Assistant—B’lieve don’t want it. 

Gould—Yum. 





Thayer to Gould—I control the P. W. & B. The fellows 
that want my stock have got to come up to my figures. 

Gould to Thayer—Shoh ! 

Thayer to Gould—I ain’t got myself a majority, but I kin 

t it. 

Gould to Thayer—Right off ¢ 

Thayer to a lightning. 

Gould to Thayer—If I saw 120,000 shares lying right on 
that table afore me I'd snatch it at 70. 

Thayer to Gould—Would ye though? 

Gould to Thayer—I’d plank the cash right down. 

Thayer to Gould—Look-a-here! We can hitch on this 
thing. Ill tell yer what I’lido. Tl make a bargain to de- 
liver you them 120,000 shares at 70, 

Gould to Thayer—Shoh! But youdaren’t put it in black 
and white! 

Thayer to Gould—Just shove me that pen. Here goes. 

Bargain consumma’ 


Kidder, my friend, says Gould, old man Thayer has just 
sold me short a hundred and twenty thousand P., W. & B. 
at 70. That’sa majority. He ain’t got it all himself, but’s 
going to buy it in Boston. Now I’m going to turn it for 
eight, p’raps sixteen dollars ashare. You just rush over to 
Boston and buy up the whole business yourself without let- 
ting the old man know it. Here’s the cash. S’leng. 

xeunt Kidder to Boston, where he gets the start of the 
old man and doesn’t leave a purchasable share. 
— to Roberts—Pensy don’t want the P., W. & B., does 
she ? 

Roberts to Gould— I should smile; but the B. &. O.’s got 
the bulge on us. They’re going to get the Thayer stock. 

Gould to Roberts—Look at me. D’ye see anything green 
in m’eye? Now, how much down for 120,000, goods deliv- 
ered at once ? 

Roberts to Gould—73—no¢ How about 75? 
don’t want it if we’ve got to pay more’n 78, 

Gould to Roberts—Closed. 

Mr. Gould retreats from Pennsylvania railroad ofttice and 
makes this mem : ‘ 


Well, we 


NDS ck tse ssn chs..0 cad cA pasenae cate $9,360,090 
eee 8,400, 
WE Saxeseecannne wi0isetheneicesanntek $960,000 


A few days after. 

Thayer to Gould—Can’t do it, old fellow. 
lay hands on the stock. light on me. 

Gould to Thayer—Biz is biz, old man. 
other parties for them 120,000 shares. Come—pony up. 

Thayer te Gould—But how canI? Devil ashare outside 
of my own to be found. Mostremarkable affair, and a week 
ago so pred too! Now do let up. 

Goul a to Tbayer—Them shares or forfeit. 

Thayer pleading to Gould—But how much ? 

Gouid coldly to Thayer—Difference between 70 and pre- 
sent rate, 79. 

Thayer—O Lord. Well, here goes ; two nines are eighteen 
and one to carry—there ! a round million gone to the devil ! 

Gould—Ill be merciful. Plank over $500,000 and sashay. 

Business transacted and quits. 

-_ 


Tho’t I could 
I’m responsible to 


Lemmesee—said Gould to his assistant—how does the 
whole thing stand us ? 

Assistant—She pans out delightfully. Look-a-here. First 
we scooped the Boston market and discharged into the P. R. 
R. warehouse. Profit—$960,000. Then we squeezed the old 
man for $500,000. Aggregate plum $1,460,000. 

Gould to assistant—Plums are good, ain’t they / 

Assistant—Sh’d murmur if they wasn’t. 

Gould to assistant—Let’s go out now and see what we can 
do with this ere McCalmont stock. 

Exeunt, skipping.— Philadelphia Sunday World. 


A Large Passenger Boat. 


There is now under construction at the yard of John 
Roach, at Chester, Pa., one of the largest passenger boats 
ever built in this country. _Itis for the Old Colony Steam- 
boat Co., and will be called the Puritan. The vesseli will 
cost about $1,000,000, and will have 300 staterooms and ac- 
cammodations for carrying 1,000 ngers. She will be 
15 feet longer and 4 feet wider than the Bristol, of the 
Fall River line. The Puritan is to be 384 ft. long—370 
ft. long at water line—87 ft. wide over guards, and 17 ft. 6 
in. deep at sides. The double halls will be divided into 
96 water-tight compartments, bearing a pressure of 5 Ibs, 

r square inch. Steam will be supplied from four Redfield 

oilers, and there will be one immense beam engine, having 
a cylinder 110 in. in diameter, with 14 ft. stroke. This cyl- 
inder was cast last week at Mr. Roach’s Morgan Iron 
Works in New York, and it is said to be the largest cylinder 
ever cast in this country. The two main shafts for this en- 
gine will be 40 ft. long and 27 in. in diameter, forged from 
wrought iron, and each will weigh 85,000 Ibs. 


- Train and Boat. 


By good fortune the’steamer State of New. York escaped a 
terrible accident early yomaniog evening when passing 
through the draw onthe Shore’ Line Railroad bridge at 
Lyme. Just as she neared the draw, which was open, a 
freight train came upon the bridge, running at considerable 
speed. The train was a heavy one, and could not be checked 
easily, and did not in fact stop until within 40 or 50 feet of the 
open draw, through which the steamer, with her 200 sleeping 
passengers, was at the moment passing. An accident to the 
brakes or other defect, failing to check the train, might have 
plunged the engine and forward cars down upon the steamer, 
and there would have been a dreadful scene. It is reported 
that the lights on the bridge were properly set, showing to 
the train that the draw was open.—Hartford (Conn.) Cour- 
ant, Muy 5. 


Runaways. 


A singular accident occurred last week, on the Delaware 
& Hudson gravity road, between Waymart and Carbon- 
dale, Pa. The grease that had accumulated on the rails 
during the winter melted under the warm rays of the sun 
and made the track so slippery the trains were soon beyond 
the control of the brakeman, and dashed down the mountain 
at arapid and constantly increasing rate of An em- 
ployé at one of the stations discovered the situation, and 
quickly placed an obstruction across the track, stopping the 
runaway cars, but wrecking 56 of them.— Port Jervis (N. Y.) 
Gazette, April 29. 


Damages. 
An exchange says: “There are a good many peculiar 











RAILROAD EARNINGS IN MARCH. 








MILEAGE. 
Name or Roan 


| 1881., 1880., Inc. Dec'P.c. 1881. 


! 








| $ | 
Ala. Gt. Southern ..... | 200, 200'......).... 62,005 
Bos. & N. Y. Air Line.. 50 aE Gite repels 23,066 
Bur., ar .&No. 564 492 72. 5 148,551 
Cairo & St. Louis....... 146 146...... ... ..... 41,036 
Central Pacific ........; .723, 2,350 373'....:15.3 1,643,000 
Chesapeake & Ohio 435; 435 ......)....).0- 228,4 
Chi. & Alton..... ..... 840 849 ..... ....:.. ns 511,415 
Chi. & Eastern Ill...... 227 ~=159 68,...., 42.5! 123,977 
Chi., Mil. & St. Paul...; 3,775, 2,359 1,416 .... 60.0 917,000 
Chi. & Northwestern...| 2,770 2,289) 481 .... 21.9 1,162,362 
Chi., St. P., Minn. & O.,' | 
eee 310 260 5O.... 10.9 166,999 
St. P. & 8. C 620 470 150. 30.2 70,066 
Cin., Ind., St. L, & Chi BOO! BOO... 2. noe ceee 185,004 
Cin. & Springfield...... 81 aS Aer : 79,643 
Cleve., Col., Cin. & Ind. 391 a Po 344,760 
Cleve.,Mt.Ver.& Del... 144 157...... 13 8.3 35,418 
Denver & RioGrande... 591 337 254.... 70.5 398,493 
Des Moines & Ft. Dodge 84 | RES Ree ses 26,939 
Det., Lansing & No 224, +4209 Bel esea!’ Oe 107,267 
East Tenn... Va.& Ga. SN OM sss Rides | copee 125,592 
Flint & Pere Marg...... 300-295 5 1. 159,587 
Hannibal & St. Je. .... 292 OR eee Pee 173,557 
Houston & Tex. Cen... 580 §=516 64 . 10.3 325,209 
Ill. Cent., Ul. lines....... 918 873 45. 5.2 437,171. 
Iowa lines............ jk ee A ae 99,224 
Ind., Dec. & Springf. . SR, I een dileo00) cece 31,770 
Int. & Gt. Northern.... 626 526 100. 18.7 225,969 
Kan. City, Ft. S’t. & G. 305, #176 129... 70.4 116,269 
Lake Erie & West..... ee eee ea 94,926 
Louisville & Nashv.. .; 1,837, 1,287 550.... 42.6 950,649 
Memphis & Charleston 292 202 ...... 2... .005. 115,644 
Memphis, Pad. & No.. tM ie delso .1 200s 21,216 
Mobile & Ohio.. ....... 506; 50GB .... | 0. enone 226.398 
Nash.. Chatta. &8t.L. 467 454 1: 3.0 207.710 
N. Y. Cent. & H. R..... 1,013 1,013 ........ 0 ..ee. 2,668,250 
N. Y. & New England. 316 iiktesce|s'ws6| sa0ne 212,019 
Northern Central. .... 3 ae eee 452,905 
Northern Pacific. ...... 722, «644 78. 12.2 143,835 
Paducah & E’town..... ER PRS Pee 44,631 
Pennsylvania ... 1,902 1,872 30..... 1.6; 3,844,304 
Phil. & Reading. ...... 883 926 ...... 43 4.7 1,600,568 
Peoria, Dec. = brane a 192 126 66 ..... 52.3, 39,643 
St. L., Alt. & T. H., 
Main Line.......... 195 195, 140,179 
Belleville Line. ..... 71 71 63,830 
St. L., Iron Mt. & So... GBS, GB5)......) ...!..02. 692.000 
St. L.& San Francisco.' 627 528 - 99). 18.7 261,959 
St. P..Minn. & Manitoba 866 656 210 32.0 320.962 
Scioto Valley.......... 100 ES re ee 28.816 
South Carolina. ..... a a Pe ee 130,841 
Texas & Pacific... .... | 654 444 «210 477 312,420 
Union Pacific.......... | 3.330 3,002 328 .....10.9 1,657,570 
Wabash, St. L.& P...| 2,479; 2.300 179...., 7.8 1,119,591 
Total, 52 roads .... 36,778 31.849 4,985 56 ..... 23,220,696 
Totalincrease. . .. ....... ..eeeee ae | ee 


RAILROAD EARNINGS, THREE 















Earninas. ‘ EARNINGS PER MILE. 














1880. | Increase.| Dec. | P.c. | 1881, 1880,|\Inc Dec. P. ¢. 
$ | $ $ 
7,829 14,176 . -| 29.5] 214; 165) 49)..... 29.7 
DEB) 0 oc csc0ccee 857 = 3.6 461 478 ...., 1% 3.6 
|” eee 39,774, 21.2; 283 383.... 120 3Lé 
30,079 BOOB)... sccc00 | 36.4) 281; 206 75..... 36.4 
1,373,438  269,562)........ 19.7; tus 585 18..... 3.1 
222,762 Pee 2.6| 525 612 12'.... 2.6 
626,473; .......... {115,058 18.3 609 746.... 137, 18.3 
88,268 35,6008)........ 40.6) 546, 555 9 17 
900,674 16,326... .. 1.8 243 382 138 836.4 
RUE UNO)....5. 05000 199,¢ 14.6, 420 595 175, 20.4 
' 

134,134' 32,865)........ 24.5, 539 516 23)..... 4.5 
BERANE) occ cccccce 55,583 44.1 , LB 267..... 154 57.7 
eee 13,216 65 617 G661...... 44 6.5 
75, 3,708)... 22006 5.0; 983 936 47'..... 5.0 
344,602 Bi lctctesealsccaes G62; GEL ....'..0. pe ree 
i... a 788; 2.2 246! 231; 15)..... 6.5 
168,161 230,332 )........ 137.1 674 499 175..... 35,1 
25,608 ck (eee 5.2' 321, 305, 16)..... |} 5&2 
106,431 0.8 479 509.... 30 59 
102,37! 22.2, 465 380 85. ....! 222 
147,013 8.5 532 498 34..... 6.8 
216,062 19.7 595 740..... 145) 19.7 
237,745 36.8, 561); 461°100..... 21.7 
460.074 4.0, 476) 527'....! St 9.7 
152,934 35.1, 247) 380... 133) 35.1 
40,412 4.5, 208: 100 9...... 4.5 
117,592 91.8, 361| 223 138)..... 61.9 
89,819 29.4, 381, 510...., 129, 25.3 
74,15 28.1, 202) 205 57).....} 28.1 
604,425 57.8 517° 470 «=47..... 10.0 
86.975 32.9 396 298 98..... 32.9 
17,945 18.2 185 156 29 18,2 
168,301 345 447 333 114..... 34.5 
169,457 22.6, 445 373 72 19.3 
2,854,835 6.5) 2,654 2.818 .... 184 6.5 
183,845 15.3 671 S81 90..... 15.3 
415,323 9.0 1,389 1,274 115 .. 9.0 
119.358 20.6 199, 185 14 7.6 
29,578 50. 241' 160 81..... 50.4 

. 3278, 186 17.2 2,021 1.751 270'..... 15.4 
1,489,389 7.5 1,813 1,608 205..... 12.7 
29,695 9.948 ..... 33.2 206 236....: 30! 12.7 
113,518 _ ae 23.4 719 582 197)..... 23.4 
55,476 8,354:.... 154 899 7S8L 118..... 15.4 
451,560 240,440........ 53.2, 1,010 659'351..... 53.2 
197,444 64,515 3 374 44..... 1&8 
261,797 50,165 ... 22, 309..... 28 7.0 
28,005 811. 900, Gi. ... 2.9 
94,594 36,247 301) 151)..... 38.55 
215,070 97,350 484'.... 6 1.2 
kU ae ‘ 578. 80 13.8 
SEE » scvcscescs 5 517 . 6 12.6 
21,415,375! 2,693,280 887.959 ..... G31: @G72).... 41 6.1 
ccevercecceel AgMOMER 2500000. Bt. cricees Te cone! eccoce 


MONTHS ENDING MARCH 31. 
















MILEAGE. EARNINGS. Earnines Per MILE. 
NaME OF Roan. ' ; 
1881., 1880. Inc. Dee P.c. 1881. 1880. Increase. a P. ¢. 1881. 1880, Ine. Dee, P.¢ 
crease. 
Be os 

Ala. Gt. Southern ...) 290, 290.006. --6e eee.) 182,287 18.0 
Boston & N. Y. Air L’e 50 BD ovcecs|* pace 63,321 2.8, 
Bur., Ced. Rap. & No. 564 492 72 14.6 440,811 18.0! 
Cairo & St, Louis..... 146, 146...... pretty aaees 105,058 34.1 
Central Pacific......... 2,676 2.350) 326!....' 13.3) 4,645,907 27.8 
Chesapeake & Ot 435  4385)......- ise 575,410 7.7 
Chicago & Alton...... 840 840)...... beassl os 1,472,176 10.6 
Chi@ Eastern Iiinois 227 159) 68... 42.8, "365,828 49.9 
Chi. & Gd. Trunk.... , 335  335)......'----)...... 331,747 18.3 
Chi., Mil. & St. Paul... 3,775 2,359,1,416 .... 60.0 2,591,000 2,403,721 7.8 
Chi. & Northwestern.. 2.770: 2,289! 481....' 21.0 3,366,234 3,648,040 7a 
Chi., St. Paul, Minn. i? a 

& O., Eastern Div .. 310 = 5O,..../ 23.1 412,087 331,583 80,504 24.3 1,329 1.275 54, 43 

St. P. & S.C. Div...- 620 453 «167. 9, 239,402 205,105 . 18.7 3386 654 ..... 268 41.0 
Cin., Ind..St. L. & Chi. 300 «63300 ...... - ° 517,451 526,458 17 1,725' 1,765'... 30 1.7 
Cin. & Springfield. ... 81 81.. 224,750 7.8, 2.775 2.574, 201.,...., 7.8 
Cleve., Col.,Cin. &Ind. 391 391 915,839 33,327 3.5, 2,342 2,427...... 8 3.5 
Cleve., Mt. V.& Del.. 144 557) ..-.-- 97,65 TBT 7.0 678 oss 10...... 15 
Denver & R.G....... 564-337-227 1,023,650' 421,345) 602,305..... .... 143.4 1,815 1,250 565 000) 458 
Des Moines & Ft. D'ge 84 DR! ...00» 68,379 << (- : . eee 51 814, 775 3 ....., 31 
Det., Lansing & No.. 224 209 15 265,226 .f 1,321, 0.5 1,184 1,275)..... 91 7.1 
East. Tenn., Va.& Ga 270 270...... 344,861 318,440 26,421,. Se 8.3. 1,277 1,179 98 a 83 
Flint & Pere Mar..... 310 295 5 414,851 375,029 | eae 10.6 1,383 1,271 112 ..... 88 
Grand Trunk......... 1,404 1,273 131 .-- 2,601,162 2,490,432 «| eee 4.4 1,853 1,956 .... 103 43 
Great Western.... ... 526 ee 1,275,384 1,190,294 85,000'.......... 7.2| 2,425 2,263, 162...... 7.2 
Hannibal & st. Jo.... *%92 202...... 452,737 > re 106,369 19.0 1,550 1,014..... 364, 19.0 
Houston & Texas Cen S80 516 64.-. 1,010,552 829,578 180,974 .......... 21.8 1,742 1,608 134 ...... 8.4 
Til. Cen., Ill. lines ..... 98 873) 45-. 1,336,205 1,414,792! .......... 78,587 5.2 1,456 1,621 ..-. 165 10.2 

Towa lines.......... 2, 403)...... 293,513 a er 113,142 27.8 730 1012.... 282 278 
Ind., Dec. & Springf.. 153 130) 23.. 17.7 105,651 65,043 40,608 62.4 691° 500 191 ...... 382 
Inter. & Gt. Northern 608 526 82... 15.6 618,055 417.349 200,706 48.1 1,017 703: 224..../ 283 
Kans. City,Ft.S.&GIf 305 176 129.. 73.3 326,994 279,692 47,302 16.9 1.072 1,589 ..... 517 32.6 
Lake Erie & Western. 32 326 36... 11.0 288,589 198,154 90, 435 45.7 797 608 189 |...) 3141 
Louisville & Nash..... 1,837: 1,167 67 57.4 2,562,149 1.853.915 708.234 38.2 1,394 1588..... 194 122 
Mem. & Charleston... 202 202 .... .)...- sees 337,536 318,492 19,044 6.0 1,156 1,091 65 ...... 6.0 
Mem., Pad. & No..... 115 a ers re 57,649 54,038 3,611 6.6 501 Oe GR ccna 6.6 
Minn. & St. Louis..... 218 170, 48 28.2 160,999 139,694 21,305 15.3 739 S21..... 82 100 
Mobile & Ohio........ 506 BOG). 0... oe) ccce! cecece 685.994 622,511 63,483 10.2 1,356 1,230 126 ......) 10.2 
Nash., Chatta. & St.L. 467 454 13 .. 2.8 576,719 566,246 10,473 1.9 1,235 1,2948.... 13 1.9 
N. Y. Cent. & H.R... 1,013 1,013 ...... ..-. - eee 7,366,426 7,765,878 ........... 5.1: 7,272 7,666 .. --- 304 51 
N. Y. & New England BIG! «BIG '., 02). 22s! ceceee 578,195 97 984 80.211 16.1. 1,830 1,576 254 ...... 161 
Northern Central..... : ed Coe eer 1,221,719 1,080,679 141,040 .......... 13.1 3,747, 3,315 432... 13.1 
Northern Pacific. ..... 722 «644 78. 12.1 337,661 278.007 Sa 21.5 468 432 %6...... 83 
Pad. & E’town........; 185 EES Cae oes 127.625 93.330 34,205 coorges, 83.5 680 504 185... 36.0 
Pennsylvania......... 1,902) 1,872 30. 1.6 10,129,134 9,306,314 GR ccccsessce 8.8 5,325 4,971 354...... Zon 
Peo., Dee. & Evansv.. 192 126! 66... 52.4 118,785 69,123 re 72.0 619 M8 «671 13.0 
St.L.,A.&T.H.,M. Li'e) 195, 195)......)....0000- 351,711 319,428 32,283 ........... 10.1) 1,803, 1,638 165. 10.1 

Belleville Line...... 71 a es 192,174 166,44 2E,782 ..........| 15.8! 2.707 2344 368 ...... 15.5 
St. L., Iron Mt. & So.. GBS, GBB)... 2.20) ee oee 1,823,749 1,497,730 326,010 .......... 21.7| 2,662 2,186 476....... 21.7 
St. Louis & San Fran. 627 509) 118 23.2 652,628 592,783 59,845 . 101 1,041 1,165..... 124 10.7 
St. P., Minn. & Man... .866, 656) 210 32.0 734,631 579,681 pe ee 26.7 S848 884..... 36 41 
Scioto Valley......... | 100 2OOD) 20. n00) ccccicococs 73,445 70,287 J aaa 4.5 74 4.4 
South Carolina ..... .. 2 gett FR ae 366,796 332,818 a 30.2) 1,516 1.375 141 ...... 10.8 
Texas & Pacific....... | 621 444) 177 ...| 39.9 836,304 680,020; 156,374)....... .. 23.0 1,347 1,531 .... 184 12.0 
Wab., St. L. & Paeific., 2,479 2,300; 179.... 7.7| 2,750,130 3,051,014). ....... 300,884 9.7, 1,199 1,326}. ol Sa 

Total, 54 roads...... 34,923,30,010 4,926 13.. .. 59,025,004 54,986,753; 5,747,610 1,709,359 ...... 1,690 1,832)..... - 142 7.7 

Total increase...... Perey  helenincteds MT. 3t BRUM) ScccSedasesel «ch a>ccnsas | eee aa Tl catictelens ses Ldtbael Sabnes tone 


things in this world. If you hirea gig Sar a trip and the 
as 


plug of a horse runs off and smashes yster buggy—and 
probably smashes you—you have to settle the affair by pay 
ing all the But if 


pe take a trip on a railroad 
and the train runs off the track and smashes $50,000 worth 
of rolling stock for the company it don’t cost you a cen 
and if you get skinned up @ little you can collect $10, 


don’t it ? 
> ’ 

A r is one who slee eee ae a ae ae 
a inten sleep, and a . is, too, a thing over which 
runs the sleeper in which sleeper sleeps; so that the 


sleeper in the sleeper sleeps while the sleeper runs on, as well 
as sometimes leaps off, the track.—Pittsburyh Telegraph. 
A Building for the Franklin Institute. 

At a recent meeting in Philadelphia the Franklin Institute 
made arrangements to solicit subscriptions for a building for 
the use of the Institute. It is proposed to raise a fund of 
$200,000 in order to put up a suitable building on a con- 
venient site. Subscriptions will be paid to trustees and the 
Institute does not intend to begin work until a sufficient 
amount has been paid in or secured. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 

Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAzETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epitork RAILROAD GAZETTE. 








Advertisements,—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to reeommend their inven- 
tions, machinery, supplies, financial schemes, ete., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for moneu or in consideration of advertising patronage. 

Contributions.—subseribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of conipanies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement: Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially. de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 


MARCH EARNINGS. 

Our table of March earaings has returns from 52 
railroads with an aggregate length this year of 36,778 
miles of road, which is 4,929 miles, or 151g per cent., 
more than they worked in March of last year, and is 
nearly 40 per cent. of all the roads in operation in the 
United States. With this larger mileage they earned 
$23,220,696, which is 8.4 per cent. more than they 
earned on the smaller mileage last year: and their av- 
erage earnings per mile of road fell from $672 to $631, 
or 6.1 per cent. Considering the fact that so very 
large a part of the additional mileage is new road in 
very thinly peopled country, and that many roads 
that report had their trattic much interrupted by snow 
in Mareh, and further that traffic in March last 
year extraordinarily large (53 roads re- 
porting then showed an increase of 30 per cent. 
in total earnings and of 20 per cent. in average earn- 
ings per mile), the result’ is better than might have 
been expected. Of the 52 roads, 39 have an increase 
in total earnings, and 32 in earnings per mile. The 
largest percentages of increase in earnings per mile 
were 35 per cent. on the Denver & Rio Grande, 62 on 
the International & Great Northern, 33 on the Mem- 
phis & Charleston, 341; on the Mobile & Ohio, 5015 on 
the Paducah & Elizabethtown, 53 on the Iron Moun- 
tain, and 88 on the South Carolina—some of them 
very large, it will be seen. The largest decreases were 
31 per cent. on the Burlington, Cedar Rapids & North- 
ern, 361; on the Chicago, Milwaukee & St. Paul, 5715 
on the St. Paul & Sioux City, and 35 on the Iowa lines 
of the Illinois Central, every one of which (with sev- 
eral others) were greatly troubled by snow in 
March. If we take these roads by themselves, 
together with the Chicago & Northwestern, we 
will find that with an increase of more than 
one third in mileage their earnings fell off 
12.2 per cent., and their average earnings per mile 
decreased from $454 to $290, or 36 per cent. The 





was 





to 28,647, increased their average earnings per mile of 
road from $723- to $727—so the snow alone suffciently 
accounts for the decrease in the total. There are, 
however, some decreases not to be accounted for in 
this way, but as traffic was extraordinary in March of 
last year, there is no need of accounting for them. 

Six roads report whose traffic is largely through 
freight carried at trunk-line rates. All of these but 
the New York Central have larger earnings this year, 
and in the aggregate their earnings hav» increased 
6.3 per cent. There is very little change in their 
mileage. Rates on this through traffic (in both direc- 
tions) were the same this year as last. 

Four roads largely or chiefly engaged in carrying 
to St. Louis report. These show an increase of 44 per 
cent. in total earnings and of 3413 per cent. in earn- 
ings per mile. All-show an increase. Their aggregate 
length is but 1,529 miles. 

Six roads report’ which are largely or chiefly en- 
gaged in carrying produce to Chicago, and of these 
three show an increase and three a decrease in earn- 
ings, and all a decrease in earnings per mile, Together 
these roads had 6,920 miles of road last year and 8,932 
this year, but in spite of this vast increase of mileage 
their aggregate earnings decreased $108,893, and their 
average earnings per mile fell from $519 to $390—just 
about one-fourth. The Chicago roads include most of 
those whose traffic was longest interrupted by snows. 
This contrast between the St. Louis and the Chicago 
roads is very striking. 

No less than 14 Southern roads are included in the 
table. All of these but one have increased earnings, 
and in several cases the increase is large. The Wabash 
and the Union Pacific, whose vast increases of mileage 
a little more than a year ago have made comparisons 
of their earnings with those of the previous year com- 
paratively valueless, had nearly as much road in March 
of last year asthis year. Both, with some increase in 
mileage, show small decreases in total earnings and con- 
siderable ones (13.8 and 12.6 per cent.) in earnings per 
mile of road. 

Below we give our usual table of earnings per mile 
of road in March. for six successive years: 

March Earnings per Mile of Road for Six Yeurs. 








1876. 1877. 1878. 1879. 1880. 1681. 
Burl.,C. R.&N.. .. $229 189 $303 $258 383 $263 
aire: & G6. Li.....0000 ss. 135 142 131 127 281 
Cen. Pac...... acne + faerie a 842 698 580 574 60:3 
Chic, & AMON... ..cc.06 547 510 527 483 609 
2 4 eee 356 377 422 546 
Chic., M. & St. P 332 469 357 243 
Chie. & N. W.......: 440 527 514 420 
Ch., St. P., M. & O. E 

RN eee marae siecalera oan 502 916 539 
ARS &  e cans beh 287 267 «86113 
Cin., Ind., St. L. & C vet 576 507 661 617 

Jag Oe, Ge. & IMG .... i. 766 676 598 R82 882 
C., Mt. V. & Del 188 194 178 231 248 
Denver & R. G.......... 264 309 pie 499 674 
E. Tenn., Va.& Ga.:.... ‘ wa 330 380 465 
i) S Pree ee ae pias 352 498 532 
Hannibal & StJo........ 469 553 549 726 740 595 
Hous. & Tex. Cem .... 2... sees 318 334 408 461 569 
ee Se eee .. 380 514 492 469 527 476 
Ill. Cen. in lowa..... 405 284 332 328 380 247 
Int. & Gt. North ... °.. 231 217 194 237 223 361 
Louisv. & Nash.....:.... 406 434 450 434 47 517 
Mem. & Chariles....... ..- ate 227 325 298 396 
Mem , Pad. & Nor....... caus 195 161 109 156 185 
Mobile & Ohio.... ....... 284 263 315 322 333 447 
Nash., Chat. & St. L. 428 400 411 428 373 445 
i, Se ls a) RA nA soos) 06C ees DSOL VES 2,634 
Northern Cent 996 904 841 1,025 1,274 1,389 
I ME oss sccteacen ~ eS aban 120 160 241 
Pennsylvania........ .... 1,633 1,427 1,399 1,457 1,701 2,021 
OS 2) aero ka ays 132 236 206 
Phil. & Reading.......... 871 1,078 824 1,107 1,608 1,813 
St. L., A. & T. H., Belle- 

SRE. knees: : 595 612 550 632 781 899 
St. L., Iron Mt. &8.:..... 433 512 502 516 659 1,010 
St. L. & San Fran. 312 339 305 284 374 418 
Scieto Valley......... Cane vests 185 26 280 288 
S. Carolina....... 350 3 =375 398 352391 541 
Tex. & Pac 382 400 363 239 484 478 


Of the 87 roads in this table whose earnings per 
mile are given for from three to six years, no less than 
23 had larger March earnings this year than in any 
other reported, and 23 out of 87 also had larger earn- 
ings this year than last, while 31 out of 36 had larger 
earnings last March than in 1879. Of 30 reporting for 
1878, only five had larger earnings then than this year; 
of 29 reporting for 1877 only five, and of 25 reporting 
for 1876 only six. 

The progress made in some cases is very great. 
Thus the Chicago & Eastern Illinois earned this year 
about one-half more than in 1877, the Cleveland, 
Columbus, Cincinnati & Indianapolis 4713 per cent. 


more than in 1879; the Denver & Rio Grande 
268 per cent. more than in 1877; the East 
Tennessee, Virginia & Georgia 551g per cent. 


more than in 1877; the Flint & Pere Marquette one- 
half more than in 1879; the Houston & Texas Central 
(which is one of the few that has gained every year 
without interruption) 76 per cent. more than in 1877; 
the International & Great Northern (whose earnings 
till this year have been nearly stationary), 86 per cent. 
more than in 1878: the Northern Central 65 per cent. 
more than in 1878; the Reading 120 per cent. more 
than in 1878; the Belleville Line 63 per cent. more 
than in 1878; the Iron Mountain 133 per cent. more 
than in 1876 and 100 per cent. more than in 1878 ; the 





St. Louis & San Francisco 47 per cent. more than in 


other 47 roads, whose mileage increased from 25,837 | 1879; the Scioto Valley 50 per cent. more than in 1878; 
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the South Carolina 54 per cent. more than in 1879; 
and the Texas & Pacific 41 per cent. more than in 1879. 
Such comparisons with the earnings of very recent 
years show what tremendous progress has been made 
in the business of many parts of the country. 

For the three months ending with March, our table 
has reports from 54 railroads, with 34,913 miles of 
road this year, which is 4,913 miles, or 13.4 per cent., 
more than they worked last year. With this increase 
of mileage, their earnings increased $4,038,251, or 7.3 
per cent., to $59,025,004, their average earnings per 
mile of road having decreased from $1,832 to $1,690, 
or 7.7 per cent. Considering the great increaso in ex- 
penses, due to the severity of the weather, it is proba- 
ble that the net earnings were smaller this year than 
last, in spite of the great addition to the mileage. But 
it should be remembered that both gross and net earn- 
ings were extraordinarily large in the winter of 
1879-80, traffic being large and the weather being un- 
usually favorable to economical working. 

Of the 54 railroads reporting for the three months, 
39 have an increase in total earnings and 30 an in- 
crease in earnings per mile. The largest percentages 
of increase and decrease in earnings per mile were: 


Increase. P. c. Decrease. P. ec. 
Cairo & St. Louis........ 34.1 Bur., Cedar Rapids & N...... 28.5 
Denver & Rio Grande.. 45.2 Chic., Mil. & St. P ..... ... 32.6 
Ind., Dec. & Spring.... 382 Chic. &N. W.......... ..... 23.8 
Int. & tit. North.... .... 28.3 St. Paul & Si. ux City.. . 41.0 
Lake Erie & West...... 31.1 Ill. Cen in Iowa.............. 27.8 
i 8 i eer . 96.6 K.C., Ft. Scott & G.......... 32.6 


The roads with the largest and smallest earnings per 
mile this year are: 











Largest. Per mile. Smallest. Per mile. 
N. Y. Coen.. ..$7,272 St. Paul & Sioux City........ $38.5 
ee ae 468 
North. Cen... ; Cat MOm., FRO. & NOP...6 oi.ccce 501 
Cin. & Spring... 2.775 Peoria, Dec. & Ev............ 619 
Belleville Line. .. 2,707 Ala. Gt. South........ -.-. 628 
Iron Mt........ ‘ 2,062 Clevd., Mt. V. & Del......... 678 
Great Western ... 24°53 UChic., Mil & &. P............ C7 
©.,0., 0. & imd.... 2,342 Paducah & Eliz...... 659 
Grand Trunk.... 1,8: Ind., Dec. & Spring.......... 691 
N. Y. & New Eng... 1.830 
The St. Paul & Sioux City was so buried in snow 
that most of it was not worked for two of the three 


months, and the earnings of the Chicago, Milwaukee 
& St. Paul, and probably of the Northern Pacific, were 
also greatly reduced by the same cause, 


THE BREAKACE OF CAR WHEELS. 


If current report speaks truly, there never were so 
many car wheels broken, in the same length of time, 
as during the past severe winter. The cause to which 
this has been attributed is the exceptional!y cold 
weather. Doubtless this was one cause, but to what 
extent it was the sole one it would be both interesting 
and profitable to inquire. It has been shown conclu- 
sively that more rails break in winter than in summer, 
and, what is curious, more boilers blow up in the cold 
than in the warm months, but to conclude therefrom 
that the increase in the number of explosions or of 


the fracture of rails is due to the cold weather 
is not an adequate explanation. It would be a 
more correct statement to say that more weak 


boilers fail and bad rails break in winter than in sum- 
mer. In the same way it should be said that more 
poor wheels fail in cold than in warm weather. In 
other words, it requires a combination (to use pateut 
phraseology) of poorness or badness and cold to cause 
a great increase in the rate of breakage. If this were 
not true. that is, if the cold alone were the cause of 
the increase of breakages, then all wheels would 
break whenever cold weather set in. The proposition 
might be stated conversely, and it might be said that 
all wheels which fail in cold weather are bad, and 
the question would then come up, what is the quality 
in them which constitutes the badness, which, in con- 
junction with cold, causes them to break. 
Unfortunately, we do not know to what extent rail- 
road managers or those in charge of the cars cr other 
rolling stock have addressed themselves to this in- 
quiry. That it would be very profitable to them and 
interesting to all if they did so, and let the results of 
such investigations be known, is certain. Owing to 
the fact that every railroad company, or rather its of- 
ficers, seem to use their utmost efforts to keep the re- 
ports of the number, character and circumstances of 
the wheel breakages secret, it is impossible to draw 
any deductions from the facts, which might have the 
utmost value if such reports were accessible. The 
character and locality of the fracture of different kinds 
of wheels, if noted, would be almost certain to indi- 
cate defects in their form and proportions. Our 
knowledge of the effect of the shape of cast-iron 
wheels on their strength is almost entireiy of an em- 
pirical character, and there has never been, so far as 
we know, any investigation of the subject which 
could be said to be a thorough or scientific study of it. 
A general impression exists that the plate 
which connects the hub with the tread of 
a wheel should not be made flat, but that it should 
have corrugations concentric with the periphery, 
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which will permit the plate to spring somewhat as it 
contracts in cooling. The shape of these corrugations 
seems thus far to have been determined entirely by 
the rule of thumb. On the other hand it may be said 
that some of the oldest and most successful wheel- 
makers have been for years, and still are, making 
thousands of what are called single-plate wheels, in 
which the plate is entirely flat and without any pro- 
vision whatever for the contraction of the wheel in 
cooling. These wheels are, however, carefully annealed 
and allowed to cool very slowly, so as not to contract 
in one part before they do in another. If the pro- 
portionate number of breakages and the character 
and locaity of their fracture were reported, 
it would probably be a very valuable contribution 
to our knowledge of the weak points’ in 
the different patterns of wheels. Nearly all of these 
were designed and put into use before the increase in 
the weight and carrying capacity of cars, which has 
become the practice during the last five or ten years. 
They were designed to carry loads not exceeding 5,000 
lbs, per wheel, and without any change in their pro- 
portions they are now expected to carry 8,000 lbs. One 
of two things is certain: either the wheels were 
heavier and stronger than necessary then, or they are 
too light and too weak now. It has also happened in 
many cases that the size of axles has been increased in 
the wheel-seat from about 4 in. to 47, in., without any 
corresponding enlargement of the hub of the wheel, 
It should not be surprising then that there has been 
this winter an unusual number of wheels that have 
become loose on the axles. What the circumstances 
seem to demand is a thorough revision of the wheel 
patterns and an increase in their weight and strength 
somewhat in proportion to that of the loads which 
they must now carry. It seems as though it might be 
best, too, to increase the size of wheels from 33 to 36 
in. in diameter. The shock in going over a rough track 
is certainly less to a wheel of large diameter than it is 
to a small one, and a larger mass of metal has greater 
power to resist concussion than asmall one. Thus a 
cast-iron ball | in. in diameter would be crushed un- 
der a blow from a steam hammer, whereas a 15-in. 
cannon ball would receive only a slight indentation 
from the same blow. 

There can be no doubt, too, that wheels are often 
subjected to great strains by not being the right 
distance apart or correctly gauged. The groove 
frog through which the flange of a wheel 
must run is only from 2 to 244 in. wide, and 
the width of the flange of the wheel which must 
pass through this groove is from 113 to 154 in., so that 
we can see how easy it would be, if the gauge of the 
wheels or of the track was not correct, to strain either 
or both of them to a dangerous degree. Every car 
inspector knows that not only do very great inaccura- 
cies of this kind often exist, but also, owing to the 
relative position of the axles, that trucks are often 
“out of square,” as it is called. Such defects, with 
mismatched wheels—that is, wheels of different 
diameters on the same axle—with a track in bad con- 
dition, will account, no doubt, for many breakages of 
wheels which would not otherwise occur, even though 
the weather were cold. 

The great demand during the last two years for all 
kinds of railroad material has undoubtedly led to the 
manufacture and use of great quantities of cast-iron 
wheels of inferior quality. Railroad companies, like 
other consumers of manufactured articles, are inclined 
to be exacting somewhat in inverse proportion to the 
demand, and the difficulty of having their wants sup- 
plied. When it is hard to have orders filled, the 
material received is apt to be less rigidly inspected 
than when all the producers are anxious to get orders. 

The fact, too, that the authority to buy and the ex- 
perience of the user of materials are so widely divorced 
on many roads brings into action two antagonistic 
principles. The mere buyer of wheels is apt to look 
only at the cost per wheel, and therefore is inclined to 
get them at the lowest price. The user of them would 
estimate their value, not at so much per wheel, but at 
so much per thousand miles of service. It is only 
when a winter like the past one is unusually destruc- 
tive to bad wheels that the buyer can be made to 
realize that the lowest-priced wheels are not the 
cheapest. 

What seems to be needed in car-wheels, as it is in 
the purchase of most other material for railroads, is 
some simple specifications which would designate 
those qualities which a good wheel must have, and 
which would indicate some practicable method of 
testing their quality. It may be, of course, that no 
such test is attainable, and that all that can be done 


in a 


is to buy wheels with a guarantee from 
the manufacturer for a given amount of 
service, thus making it his interest to fur- 


nish good material. The fact that a good quality 


of cast iron will stand the shocks which a car-wheel 
must or should resist, however, needs no proof. If, 
therefore, some thorough tests were made of the 
material of those wheels which break most, and a 
comparison made of its physical qualities with those 
of the meta] of which the wheels are made that have 
the smallest proportion of breakages, it would be 
quite certain to shed some light on this important 
question. At any rate, railroad companies have much 
more to gain than to lose by making the facts known, 
especially if, as report says was the case last winter, 
they are all about equally unfortunate, in this 
respect. 








THE MISSISSIPPI BARCE LINES. 





At the last meeting of the Joint Executive Commit- 
tee in New York, Mr. John King, Jr., who is the chief 
executive of the Baltimore & Ohio’s lines west of the 
Ohio, made a long report on the growth of the grain 
movement from St. Louis down the Mississippi, the 
barge lines, their cost, charges, etc., and their effect 
in competing with the railroads which carry to Eastern 
ports. This is an extremely useful and interesting 
document: because, although a great deal has been 
said in a general way as to this comparatively new 
traffic, there has been a dearth of those detinite state- 
ments which a:une enable us to judge. 


The traffic has already assumed large proportions. 
Mr. King shows that while 15,762,664 bushels of grain 
were shipped from St. Louis down the river in 1880, 
only 8,784,591 bushels were shipped thence by rail that 
year. Mr. King’s further statement that of the through 
rail shipments ‘‘ over 7,C00,000 bushels passed through 
St. Louis in transit from points west and northwest of 
St. Louis,” if true in the sense that naturally would be 
ascribed to it, that is as grain not stopping at St. Louis 
at all, but simply passing through it without 
being unloaded, would show that rail grain 
shipments from St. Louis had already virtually 
ceased last year, as it would Jeave but 1,735,- 
0CO bushels as shipments made by rail from St. 
Louis itself. The records of the St. Louis shipments, 
however, show that this cannot be true, but that by 
far the greater part of the grain carried east from St. 
Louis by the railroads is received at the city and not in 
cars from connecting roads. But the fact that the 
shipments down the river were nearly twice as great 
‘as the total rail shipments last year is sufficiently 
significant to justify careful investigation. We donot 
know how this statement of rail and river shipments 
in 1880, amounting to about 24,500,000 bushels, can in- 
clude the total St. Louis shipments of that year. Its 
receipts of grain, meanwhile, were 47,700,000 bushels, 
and though St. Louis consumes a great deal of wheat 
and barley in its great mills and breweries, it can 
hardly consume as much as 23,000,000 bushels a year. 

It will be interesting to compare Mr. King’s state- 
ment of the St. Louis river shipments with the re- 
ports of New Orleans receipts. Mr. King gives the 
St. Louis river shipments as only 66,000 bushels in 
1870, while the Produce Exchange reports the New 
Orleans receipts at 6,871,253 bushels that year. New 
Orleans does not receive by St. Louis alone, it is true; 
but its receipts for export from other places are com- 
paratively small, and it receives very little by rail. 
In later years the St. Louis shipments agree more 
nearly with the New Orleans receipts, as shown be- 
low : 





St. Louis New Orleans 

Year shipments. receipts. 
1871 eos 1,774,371 5, 822.475 
7 - 4,101,353 8.225.951 
7 5,451,603 7,597,648 
6,164,838 11,944,406 
jenibewsas -obhenen 15,762,664 19,051,677 





In earlier years the receipts of New Orleans have 
been chiefly corn and vats for domestic consumption. 
These come largely from various Ohio and Mississippi 
River landings, brought by ordinary steamboats, the 
valley from Pittsburgh to Memphis being a great 
corn-producing country. But in 1878 New Orleans 
received more than a million bushels of wheat, and 
in 1879, 3,000,000. Last year its wheat receipts were 
as much as 6,000,000 bushels, and all for export, there 
being no milling at New Orleans. 


« The report gives an account of the existing barge 
lines, and the number of tow-boats and barges owned 
by each. There are five of these lines, with an aggregate 
of 16 tow-boats and 103 barges, whose aggregate 
capacity is 4,865,000 bushels. It is said that they 
are able to carry 4,375,000 bushels to New Orleans 


monthly, which is at the rate of 52,000,000 
bushels a year; but the state of the river 
will not permit their running all the time. Further, 


three of the barge companies have under construction 
23 new barges, whose aggregate capacity will be 
1,360,000 bushels. This is important not only as show- 
ing a larger capacity at an early day, but also as the 





best evidence that the business bas been found profit- 
able. 

Further, this enormous grain-carrying capacity is 
provided at very little expense. The capital of the 
largest company, which has seven tow-boats and 48 
barges, is but $200,000, or but little more than $5,000 
per barge carrying 43,750 bushels, and the aggregate 
capital stock of four companies, with 15 tow-boats and 
94 barges, is but $1,140,000, or an average of $11,053 
per barge of 46,000 bushels capacity. Freight cars to 
carry 46,000 bushels, at present prices, cost about 
$65,000, or nearly six times as much as the average 
capital stock per barge. The report does not inform 
us whether any part of the capital of the barge lines is 
provided by bonds; but the whole stock is so exceed- 
ingly small that it seems improbable that they can 
have any considerable debts. 

This cheapness of the barges is one of the most sig- 
nificant features of the business. The whole barge 
stock on the river, with capacity for carrying more 
than 4,000,000 bushels of grain to New Orleans 
when there is a favorable stage of water, seems to 
have cost no more than 25 miles of average railroad : 
and at this rate provision for carrying within three 
months all the grain shipped to Atlantic ports in the 
whole year 1880 could be provided for less than $30,- 
000,000, or the cost of about 600 miles of average Ameri- 
can railroad! The importance of this lies in the fact 
that with the uncertain navigation of the Mississippi, 
liable to be closed by ice for weeks and by low water 
for a large part of the season, boats might not be pro- 
vided notwithstanding the cheapness of the movement 
if a large capital were required. It is easy to get mil- 
lions to put into enterprises that can be kept at work, 
but not for such as are likely to lie idle a large part of 
the time; but if the above figures represent the whole 
cost of barges, they seem to be cheaper than store- 
houses and much cheaper thau the farmers’ granaries 
for storing an equal amount of grain. And this leads 
us to one consideration not referred to in the report. It 
has been proposed that the barges should serve as 
storehouses at any point on the river or its navigable 
tributaries where grain may be brought in sufticient 
quantities even for a partial load, remaining at the 
landing for that purpose for weeks if necessary. The 
tow-boat could pick them up as required and leave 
them on the return trip. Barge lines on the Hudson 
River are managed in this way. There would seem 
not to be the least necessity for a great grain-recei ving 
market before reaching New Orleans, but the grain 
can be taken directly through landings 
which the boats can reach. 

Mr. King’s report also gives information of the rates 
charged by the barge lines from St. Louis to New 
Orleans. These last year seem to have averaged about 
815 cents a bushel, varying from 7 cents in the spring 
and summer (when lake rates were lowest) to 91g cents. 
So far this year the rates are said to have been from 6 
to 815 cents. The lowest of these rates is no lower 
than the lake-and-canal rate has quite often been from 
Chicago to New York, and New York’s advantage in 
the ocean rate would make the latter route much the 


from any 


best for export for all grain not very distant 
from the lakes. On the day for which 
Mr. King’s report makes the comparison, New 


York had an advantage of about 9 cents a bushel in 
the ocean rate, but then the only way to New York 
was by rail, at the rate (from East St. Louis) of 24.3 
cents per bushel, and it makes the total expense of 
shipping a bushel of wheat thence to Liverpool 28 
cents by way of New Orleans, and 36 cents by way of 
New York. But the report gives the ocean insurance 
from New Orleans as only 1 cent per 100 Ibs., against 
0.9 cent from New York, though the voyage from New 
Orleans is one-half longer and much more dangerous ; 
and New Orleans is credited with a charge of but !5 
cent for elevating, against 215 cents at New York, and 
there is not in the nature of things any reason why 
there should be any considerable difference, and if the 
competition becomes severe it is not likely that there 
will continue to be. At the present time the ocean 
rate from New York is but one-third as high as on the 
day selected for the comparison: but the latter was 
lower rather than higher than the average. 

With the opening of the canal and lakes this 
route will compete directly with the barge lines for the 
grain exports, and with the heavy passenger traffic 
both ways on the Liverpool-New York steamers, we 
may be sure that the latter will get loads of grain, if 
they have to carry it at a centortwoa bushel. This 
northern water route will compete with the river 
route more strongly than the railroads can, and, if the 
lake vessels and canal boats cannot succeed without ~ 
help, it is the railroads that carry from the West to 
the lakes that will have to helpthem. There are many 
reasons for thinking that the Canadian canals, when 





deepened as they soon will be, will secure a larger part 
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of the grain than the Mississippi route. In any event, 
the railroads will probably be effectually barred from 
‘extortion ” in this branch of their traffic. 





THE MICHIGAN CENTRAL REPORT. 


In many respects, the Michigan Central is like the 
Lake Shore, cr rather like the half of the Lake Shore 
between Toledo and Chicago. It is a section of one 





_of the great lines, and one of the greatest of the 


great lines, between New York and Chicago, and it is 
a Vanderbilt road, whose chief connection with New 
York, and especially with New England, is the New 
York Central, with which it is connected by no less 
than three roads across Canada, between Detroit and 
Buffalo. It was the first road to reach Chicago, and 
long was so superior to the Michigan Southern, now 
the western half of the Lake Shore, that it secured 
the larger share of the traffic to and from Chicago, 
though its ferry transfer at Detroit sometimes 
makes it inferior to a continuous rail route. But 
the Lake Shore has the great advantage that it inter- 
cepts the numerous roads coming from the vast and 
fertile country to the south and southwest of it, while 
to the north of the Michigan Central is only the lim- 
ited peninsula between Lakes Huron and Michigan, 
most of which is covered with pine woods, and is 
thinly settled. The latter company has secured a 
large share of the Michigan roads, but the traffic 
which these contribute is trifling compared with that 
brought to the Lake Shore by such roads as the Wa- 
bash, the Cleveland, Columbus, Cincinnati & Indianap- 
olis, etc., and though the Michigan Central has secured 
and kept a larger share of the Chicago business than 
apy other road, it has comparatively little of that 
coming from St. Louis, Indianapolis, etc., and its 
through traffic is an unusually large proportion of its 
whole business. 

The year 1880 was, however, one of the most pros- 
perous in the company’s history. Compared with 1879 
there was an increase of 21.8 per cent. in gross and of 
21.4 per cent. in net earnings, and the Jatter were so 
large as to enable the company to pay 8 per cent. 
dividends on its stock, which had received but 514 per 
cent. from. the earnings in 1879, 4 in 1878, and nothing 
for five years previous. The gross earnings, expenses 
and net earnings for ten years have been : 


Gross me. 
Year earnings. Expenses. earnings. 
1870-71..... Perera $3,861,011 $1,559,112 
EM ccics ccasdvaien xem 6.441.413 4,447,803 1,993,610 
errr 7,302,118 4,989,955 2,312,163 
SC enero. . 7,634,081 5,523,042 2,110,439 
Sr ae ne 7.102,286 5,068,097 2,034,189 
er re 6,850,964 4,802,902 2,048,062 
ESE sie.s cavandcieese nee 6,498,127 4,706,442 1,791,685 
1877 (7 mos.)...... 3.903.514 2,591,015 1,312,499 
PES ery 6,872,094 4,347,239 2,504,855 
PEL sich nuks bene caiakeees 7,346,794 4,699,592 2,647,202 
ie sccstcsateccccoaneced 8,951,375 5,738,751 3,212,624 


In the tirst of these years the road worked but 586 
miles of road, for the second, 719; but since that time 
its length has been substantially unchanged; the capi- 
tal stock was increased about $4,000,000 (28 per cent. ) 
in 1871-72, and an addition of about $7,000,000 (more 
than 100 per cent.) has been made to the funded debt 
since that time. Thus itis that net earnings which 
were sufficient to meet all charges and pay 8 and 10 per 
cent. dividends down to 1872-73, afforded no dividends 
after that; and it is only since these net earnings have 
increased largely, in the last three years, that dividends 
could be resumed. The capital is so much larger that 
it requires a larger income to pay interest on it. 

We see from the above table that gross earnings, ex- 
penses and net earnings all were larger last year than 
ever before, the amount of increase in the latter over 
1879 alone being equivalent to nearly 3 per cent. on the 
stock. The increase in earnings and profits was in ac- 
cordance with the general course of things that year, 
but it will be worth while to analyze itssources. 


The traftic of the road last year was the largest it) 


has ever had; but as we remarked last week of the 
Lake Shore, the gain in freight was much smaller than 
for several years previous, while the gain in passengers 
was very large. The course of these two branches of 
traffic for four years is traced below, with percentage 
of the increase or decrease of the traftic of each year 
compared with that of the previous year : 


Year Ton-miles. P.c.of Passenger-miles. P. c. of 
BEE ccc noni 446,708,639 = ....... 89,805,454 samanee 
SRE 548,053,707 I. 22.7 79,684,072 D. 11.4 
See. 721,019,413 I. 31.6 93,232,430 I. 17.0 
CO a 735,611,995 I. 2.0 115,523,789 I. 23.9 


The increase in freight traffic, which in the two years 
previous was over 22 and 31 per cent., respectively, 
was comparatively a trifle in 1880, while the passenger 
traffic increased very largely and was 45 per cent. 
more than in 1878. 

But if we turn to the earnings, we find that though the 
increase in freight traffic was but 2 per cent., the in- 
crease in freight earnings was 2414 per cent.; while the 
increase in passenger earnings (19 per cent.) did not keep 
pace with the increase in passenger traffic (24 per cent.). 
The reason, of course, is that average passenger rates 
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were lower and average freight rates higher. Our 
abstract of the report shows these average rates for 
four years, and we find that the continuous decrease 
in the average receipts per ton per mile, which had 
brought it down from 1.03 cents in 1875-6 to 0.692 cent 
in 1879, was arrested in 1880, when there was an ad- 
vance of nearly a quarter over 1879. 

Now if the average receipt on freight had been as 
low in 1880 as in 1879, this business would have yielded 
but $4,989,454, instead of $6,195,971, and the net earn- 
ings of the company would have been $1,206,500 less 
than they actually were, and would have been $641,000 
less instead of $565,000 more than in 1879. Thus the 
improvement in the company’s profits and in the stock- 
holder’s income was wholly due to the higher freight 
rate, which indeed, such was the increase in expenses, 
presented a reduction of profits equal to 3.4 per cent. 
on the stock. 

The statement of traftic statistics, moreover, enables 
us to see just what traffic it was that bore those higher 
rates. 1t was the through traffic entirely, and chiefly 
the through freight east-bound. On local freight there 
was a slight reduction in the average rate, but the ad- 
vance in the east-bound through added $728,838 to the 
freight earnings anil the advance in west-bound $83,- 
605. On this road the average rate is much less on 
west-bound than on east-bound freight—contrary to 
what has been common—and this is doubtless due to 
its carrying much coal and similar freight in grain 
cars in competition with the lake vessels. 

Further, an examination of the report of freight 
movement shows that the small increase in ton miles 
in 1880 was due wholly to local freight. In through 
freight there wasa decrease in both directions—7*4 per 


cent. in east-bound and 143 per cent. in west-bound. | 


The Lake Shore’s report showed a decrease of 115 per 
cent. in east-bound, but an increase of 25 per cent. in 
west-bound through, and its west-bound has become 


equal to 57 per cent. of the east-bound, while the | 


Michigan Central's west-bound is still but 47 per cent. 
of its east-bound, though its average west-bound rate 
is one-third less than the Lake Shore’s. The explana- 
tion is probably that the Lake Shore gets a much larger 


merchandise freight, owing to its numerous connec- | 


tions with roads to the south of it. 

The growth of the passenger traffic extended to all 
branches of it. Through east increased one-third, 
through west one-quarter, emigrant (which is also 
through west) 43 per cent., and local 1313 per cent. 
The emigrant traffic was one-fifth more than all the 
other through passenger traffic westward. 
ally large proportion of this road’s passenger traffic is 
through—in 1879 5013 per cent., and in 1880 5413.. The 
local passenger traffic, however, contributed 56 per 


cent. of the passenger earnings last year, and nearly | 


60 per cent. the year before. 

The road is a favorite passenger route, and it appears 
to get its full share of the business; and a good deal is to 
be hoped from its increase during these prosperous times, 
But as with other roads, its chief dependence is upon 
freight, and that is the traffic that grows rapidly. We 
see that the growth of the through traffic, as on the 
Lake Shore, was arrested last year as the rate was ad- 


vanced, though the wonder is that it should have re- | 


mained so large with so great an advance. This proved 
at least that there may be an enormous traffic at a 
paying rate. To maintain a paying rate, as we have 
shown above, is absolutely essential to the continued 
prosperity of this company, 70 per cent. of whose 
freight traftic last year and 77 per cent. in 1879 was 
through. A return to the era of railroad wars would 
be eminently disastrous to it, as to most of the through 
lines. 


Opening of Lake Navigation. 


Lake navigation opened May 3,on which day the steam | 


barge Garden City passed through the Straits of Mackinaw 
on a trip from Chicago to the Lake Huron port Alpena. It 
does not appear that so early an opening was expected, for 
we believe there were no other clearances from Chicago or 
Milwaukee for the lower lakes until the 4th, after the news 
of the Garden City’s passage was received. Of course the 
separate lakes were open earlier, though unusually late. 
There has been considerable lumber traffic between Lake 
Michigan ports, and a few trips on Lake Erie, though Buffalo 
harbor was closed nearly as long as the Straits, the first 
vessel (from Erie) working its way in April 30, and the first 
clearances being on May 2, and these having some 
trouble in getting through the ice near the har- 
bor. Lake Superior is still closed. 


a considerable number of vessels at Chicago did not get 
cargoes until some time after the opening, though lake ship- 
ments were stimulated by a strike of the switchmen which 
prevented rail shipments. Moreover, the opening rate from 
Chicago to Buffalo was5 cents. per bushel on wheat, and 
the wheat rate is usually half a cent higher than the corn 
rate. Rates have been reported for very few vessels, which 


An unusu- | 


The opening seems | 
not to have the usual effect in stimulating shipments; | 
although these have been consicerable, it would appear that 
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is a further indication that they are weak. Last year navi- 
gation opened April 3, or just one month earlier, and the 
opening rate was 61¢ cents a bushel for wheat and 6 cents 
for corn—about a quarter higher than this year. Notwith- 
standing the late lake- opening, the stocks in lake 
elevators were not so great as last year 
and there was nothing like such a pres- 
sure to ship. The March reveipts at Chicago had been ex- 
ceptionally great last year (twice as great as this year), and 
nearly twice as great as the receipts of the month previous 
to the opening of navigation have been this year. And the 
circumstances now do not favor the continuance of high 
rates. The receipts at lake ports are not heavy, and they 
are not likely to be as heavy as in May last year (when in- 
deed they were the largest ever known in a spring month), 
because the late spring will keep the farmers in their fields 
during May doing the work which last year they did in 


April. The movement this year corresponding to the heavy 
May movement last year we cannot expect until 
June, or thereabout. Further, the more numerous 
barge lines on the Mississippi will compete with 
the lake vessels to a greater extent than  here- 
tofore. They have not so far carried much grain 


while lake navigation is open, but of course they will be 
sure to carry throughout the season so long as they can 
make the least profit; and will lower their rates down 
to the point that just covers expenses, if necessary to get 
cargoes. It will be very interesting to see the result. Their 
weakness, we imagine, will be in the inability of the vessels 
between New Orleans and Liverpool to compete with those 
between Eastern ports and Liverpool, which during tbe past 
week have been carrying at two to four cents a bushel. Very 
likely lake rates will sink until June, or such time as the re- 
ceipts from the country become heavy, and then become 
firm ; and in anticipation of the heavy movement a few 
weeks later, it will probably be good policy for the 
| railroads to maintain their 30-cent rate, even if they 
get very little grain for a time. If, however, 
the business is so divided between lake and river after it be- 
comes heavy that the lake (and canal) rates are kept very 
low—say as low as 9 or 10 cents a bushel through from Chi- 
cago to New York, then the railroads will probably have to 
reduce the current rate or give up carrying grain for export; 
| and if so, then there is much to be said in favor of making 
| the reduction by means of a general rebate on grain ex- 
| ported. 
| As the Erie Canal does not open until the 17th, there will 
be time for a great deal of grain to arrive at Buffalo before 
the canal can take it. Meanwhile the Welland Canal is 
already open, and the railroads east of Buffalo will doubtless 
| profit by the occasion to carry as much as possible. A reduc- 
| tion in tolls has been made on the Canadian canals, which is 
expected to stimulate shipments to Montreal ; but it is not 
| likely to have anything like as great an effect as the deepen- 
ing of these canals, which is to be completed next season, we 
| believe. 

With these three water routes in full operation, the rail- 
| roads are not likely to get very fat on the business of grain, 
| carrying between the Mississippi and the East, and they may 
| have to practice a great deal of ingenuity in order to secure 
any considerable share of the export grain at rates that will 
yield any profit. . 





Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Northern Pacifie.—The Puyallup Branch is extended from 
Wilkesou, Wash. Ter., to Carbonado, 3 miles. 

Richmond & Allegheny.—Extended eastward to North 
River, Va., 16 miles. 

Toledo, Delphos & Burlington.—The Dayton Division is 
completed by laying track from Celina, O., south to Ver- 
sailles, 24 miles. Gauge, 3 ft. 

Arlington & Pimlico.—Completed from Arlington, Md., 
| to Pimlico, 4 miles. 

Créve Ceur Lake.—Completed froni Laclede station north 
to Créve Coeur Lake, Mo., 20 miles. 

Atchison, Topeka & Santa Fe.—Extended trom Ft. Thorne, 
N. M., southward to Mesilla, 45 miles. 

This is a total of 112 miles of new railroad, making 1,018 
miles this year, against 1,264 miles at the corresponding 
time in 1880, 493 miles in 1879, 312 miles in 1878 and 354 
miles in 1877. 


MARCH IMPORTS AND Exports at the several ports of 
the country illustrate how much more the imports are con- 
centrated than the exports. The ports through which as 
much as 1 per cent. of either imports or exports were made 
were as follows: 






Per cent. Per cent. 

of imports. of exports. 
a Pee A ear 69.4 41.8 
NE 5 hak ons x Gada sa Meee ee 9.4 9.0 
IIR 36's sie'5.p:46-<.5'4.0i0s acme wade Oe 5.8 5.2 
| Gan Francisco ...........60.0008. 3 5.46 3.6 
tices nck mdi 6,05. b:ho 94m hin 2.1 8.9 
i re ee 1.8 12:2 
a Ser ae 0.1 4.7 
IRS Conic a's ae mass 605 0.4 4.1 
Charleston............. 0.1 3.1 
Norfolk ...... Pe 1.6 
Mobile......... 1.3 
94.7 95.5 


The total imports of all the Southern ports (all south of 
| Baltimore) were less than $1,73¢ ),000—not three per cent. of 
| the whole—though their exports were $23,720,000, or nearly 
|; 29 per cent. of the whole. Itis often said that if a port 
| once succeeds in establishing a large, export business, the 
vessels coming to it for cargoes will bring it a large import 
business; but in fact there seems to be very little connection 
between the two. An established import trade it is very 
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difficult to destroy, and to establish one on our Atlantic 
coast seems now almost impossible. Baltimore has created 
its large export business within comparatively few years, 
but its imports remain light: and New Orleans, Galveston, 
Savannah and Charleston, which make large exports, and 
have for many years, import little more than our lake 
ports, which receive only Canadian products. The com- 
mercial importance of Boston is due largely to its 
import business, which was established before the revolu- 
tion, and is to-day nearly 4s great as that of Philadelphia, 
Baltimore and New Orleans together. 

The imports of New Orleans and Galveston are likely to 
be considerably increased this year by unusual orders for 
English rails for Southern and Southwestern railroads that 
can be delivered there with much less expense for freight 
than if br ought | by ay way oO! of f ports further north. 





NEW ORLEANS Gram RECEIPTS ‘during the last week of 
April reached the unprecedented amount of 1,478,638 bush- 
els—nearly twice as much as in any other two weeks of the 
year, and about two-fifths more than the largest previ- 
ously reported, which were in the last week of January, 1880. 
They are larger receipts than Baltimore has had in any 
week since last October, and with four exceptions larger than 
any week’s receipts in Philadelphia in 1880, and but a fifth 
less than New York’s receipts the same week. New Orleans 
receipts fluctuate greatly from week to week, but that is 
largely due to the limited number of barge lines—in some 
weeks no tow seems to arrive, and in others two or three. 
For instance, the week before that of these large receipts, 
but 238,000 bushels—only a sixth as much—arrived. 
Hitherto half a million bushels have been a large week’s re- 
ceipts at New Orleans, and until last year there were but 
four weeks (xt least of late years) when receipts had been so 
large. There was no such week either in 1876 or 1877; since 
1877 the weeks in which more than half a million bushels 
were received have been as follows: 





Week ending. Bushels. | Week ending. Bushels. 
Feb. 2, 1878 735,167 | May 1, 1880........ 520,474 
OS) ger 601,445 | Juiy10, “ ........ 553.426 
Mar ch’ 2, 1879 soacich atte 698,008 |Sept.11, ‘“....... 658,663 
S&S i ier 718,270 oe 18. oP sinmceinaninn 592,117 
Jan. 31, ee 1,120,063 Oct. = . 642,325 
J eer 508,786 Mareh’ = 1881. ey 673.913 
oS <a ae 545,363 Be Oe cake 7 
7: ‘<< saaaeine 560,039 April 2, ees Rae 907 361 
17. aes 706,644 16, alte OC pe re 697 ;459 
24, wh. alate 565,652 | 30, \ re es 1,487,638 


Every week last year the receipts exceeded half a million 
bushels, and though in none were they nearly so great as in 
two April weeks of this year, yet for the five weeks ending 
May 1 last year (in all of which the receipts exceeded 
500,000 busbels), the aggregate New Orleans receipts were 
2,898,172 bushels), against 3,472,611 this year. These 
April receipts last year were the largest the city had ever 
had, as the April receipts are this year. The gain in April 
this year, however, does not yet make the receipts of the 
four months ending with April as large asthey were in 1880 
by nearly 1,500,000 bushels. A very few more weekly re- 
ceipts like the last, however, will soon change the bal- 
ance, and with the number of barge lines now on the river, 
and the present good stage of water, we may expect to 
see a heavy movement down the river continue, unless lake 
and canal rates are low enough to divert it. 


An EmpLoyés’ RECORD is provided for | by the following 
circular from Mr. R. Andrews, General Superintendent of 
the Eastern Division of the Wabash, St. Louis & Pacific 
Railway, which is directed to ‘‘ heads of departments:” 

“‘It being manifestly to the advantage of the company 
that all employés should feel interested in its success and 
future prosperity, and as an evidence of its appreciation 
of the valuable services of its competent employés, I 
desire that you will hereafter keep a record in your ‘office 
of the entry into the service of the company of each em- 
ployé —specifying date employed, name, position, by whom 
recommended—and thereaftera history of their services, 
and furnish tbis office from time to time with a duplicate of 
the records of each employé. It being our intention and 
wish that each competent and worthy employé should be 
promoted whenever an opportunity should occur, and that 
all worthy employés should feel encouraged to remain in our 
service, | wish that you would personally interest yourselves 
in their advancement and encourage them to become inter- 
ested and identified, as it were, in our service. 

““A friendly word of encouragement and a kindly expres- 
sion of interest in their welfare will greatly benefit both 
them and the service of the company.” 

This plan will provide something like the ‘ descriptive 
roll” that is made for every soldier in the army, and which 
is sent with him whenever he is transferred from one com- 
mand to another, to hospital or elsewhere, and a copy of 
which he receives when he is discharged. It notes every 
service in which he may have been distinguished, his 
furloughs, time in hospital, arrests, punishments, étc. 
Something like it is provided by law for mechanics and oth- 
ers in some European countries, and when a man applies for 
employment he produces this record of his life and services; 
and, moreover, his employer must fill up his record during 
his employment, and give him a copy of it. When the officers 
of railroads change so frequently as they do on our railroads, 
and indeed, in any large organization, there is no other way 
possible of preserving accurate knowledge of the capacity, 
service and deserts of employés, and thus of making the 
best use of them, not to say of doing justice when promo- 
tions are to be made, and the like. 





THE DEATH OF BARON VON WEBER is confirmed by the 
mails of the past week, and from the leading German rail- 
road journal we translate a sketch of his life which is es- 
pecially interesting as showing how thorough a training he 
received, not only technical, which too commonly is con- 
sidered all that is desirable, but general, and both practical 
and theoretical. It was one of his own arguments that a 
principal reason why engineers in Germany failed of the in- 





fluence which a body of professional technical experts ought 
to exert on society and the state was, because their training 
is too exclusively technical : théy do not fully comprehend 
the world they live in, and their relation to it. We 
are told that Weber had a ‘thorough classical edu- 
cation” before he began his professional studies, and 
that afterwards he attended the Berlin University lectures 
on natural science and political economy. We happen to 
know that he especially valued this general training, and he 
always urged that whatever education is best fitted to train 
men generally should be acquired by engineers as well as by 
members of other professions. 

Weber’s last work, finished the very day he died, will be 
his report on the canals and the narrow-gauge railroads of 
this country. As regards the latter, we imagine it will not 
be very flattering: most of our narrow-gauge railroads are 
not such as would be selected by ourselves as favorable 
specimens of our roads. He was, moreover, dissappointed in 
getting the information he desired concerning them, and the 
knowledge he acquired concerning our railroads as a whole, 
while here, was quite meagre. His observations, huwever, 
as an extremely well-informed traveler, are likely to be in- 
teresting. He had great faith in the future of this country, 
and in the effectiveness of individual enterprise untrammeled 
by government pans to develop industry. 





APRIL EARNINGS, as : reported. by - 42 roads (several of them 
for three weeks only), show an increase in the aggregate of 
23% per cent., but made with 1714 per cent. more miles of 
road, and the average earnings per ‘mile increased from 
$428 to $450, or about 5 per cent. April earnings last year 
were comparatively not so large as March earnings, the 
gain ofthe 56 roads reported in our table then being 1414 
per cent., while in March it was 20 per cent. In fact this 
year’s April corresponds with last year’s March in many 
ways. March was the month before the opening of navi- 
gation last year, as April has been this year; the heaviest 
grain movement was in March last year and in April this, 


and the merchandise movement westward, and 
especially the lumber movement, has been later 
this year. We see that March earnings this year 


showed a decrease of 6 per cent. per mile of road, while 
the April earnings so far reported show an increase. If we 
follow out the parallel, we will have to prophesy a com- 
paratively dull May business, the shipments of produce, 
which came in enormous quantities to the lake ports and 
otber Northwestern markets last year, being postponed 
three or four weeks, literally on account of the weather— 
not on account of the weather of May, but because the 
weather of March and April was such that the work of 
those months has largely to be done in May, and that work 
will leave little time for the marketing of grain. It will not, 
however, prevent the free shipment of the stocks that have 
accumulated either at lake ports or at the country stations, 
and that possibly, may afford a good business. It has not 
done so heretofore, however, May traffic so far in some im- 
portant branches having been 1 light. 


THE CUNARD Qrnaneur LINE, whith is one of the best 
known in the world and the oldest now plying between New 
York and Liverpool, after having been run as a private 
concern for 40 years, last year was made a joint stock 
company, ‘‘ The Cunard Steamship Company.” This com- 
pany has recently issued its first annual report, covering 
the year 1880. The company owns a fleet of 32 vessels, with 
an aggregate capacity of 61,379 tons, and with 38,903 effect- 
ive horce-power. The gross earnings during the year were 
£1,138,389, the working expenses £847,736, the repairs and 
renewals £81,238, and the insurance paid £26,029, or a total 
of £955,003, or 84 per cent. of the earnings; leaving £183,386 
as net profits from operation, which is at the rate at £5,731 
per vessel, £3 (nearly) per ton of capacity,and £4.7 per horse- 
power. The capital stock of the company is £1,600,000, or at 
the rate of £50,000 per steamer and £26 per ton of capacity, 
which makes a Cunard steamer cost about two and a half 
times as much as freight cars enough to hold the same ton- 
nage. The gross earnings of the line were at the rate of 
£35,575 per steamer, and £18 or about $90 per ton of 
capacity. The company paid 6 per cent. on its stock ous of 
the 1880 earnings, but an amount nearly as great as the 
dividend was charged for depreciation and sinking furd, and 
there was then a surplus equal to more than 1 per cent. on 
the stock. 

Besides the fleet named, since the close of the year the 
Cunard Company has received the 8,000-ton ‘ Servia,” re- 
cently launched, and very soon will have the “ Catalonia,” of 
5,000 tons, and has ordered three other new steamships; two 
of 5,000 and one of 7,000 tons. 





OcEAN RatTEs have been down recently to. the lowest 
figures for years, for a week or more steamers taking grain 
from New York to Liverpool at 2d. per bushel as a maxi- 
mum, and down to 1's andeven 1d. at times—which isa 
pretty low freight for a distance of 3,000 miles. It is not, 
however, the lowest rate ever known. The Produce Ex- 
change Weekly says that there have been instances where 
grain has been taken for nothing, the vessel paying all exist- 
ing charges. This was probably when the vessels had a pay- 
ing cargo of bulkier freight, and needed a cargo to stow in 
the hold in lieu of ballast. In spite of the low rates exports 
are very light—or rather this probably causes the low rates. 
There is such a current of immigrants coming this way and 
first-cabin tourists going the other that the steamers would 
probably continue to flock to the port if there was no freight, 
and in such cases they will take anything they can get. It 
costs now, exclusive of the transfer at New York harbor, 
21 to 22 cents a bushel to carry wheat from Chicago to Liv- 
erpool, all the land carriage being by rail. 





CuIcaGo TRAFFIC, and especially its shipments by rail 
eastward, were greatly reduced by the switchmen’s strike 
last week. During the last week of April the east-bound 
shipments by rail from Chicago were 62,812 tons, an aver- 
age of 10,469 tons daily ; in three days of last week the daily 
shipments were 2,102, 2,370 and 2,589 tons respectively. 
Probably there was some falling off because of the opening of 
lake navigation during the week, but most of it, doubtless, 
is caused by the strike. Very few trains can be dispatched, 
however much traffic may be offered. 


®Oeneral Railroad ‘Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, June 6, 

Chicago & Northwestern, annual meeting, at the office in 

Chicago, June 2. Transfer books closed April 30. 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office in Milwaukee, June 4. Transfer books close May 19. 


Technical Conventions. 

The Railway Purchasing Agents’ Association will hold its 
annual meeting in St. Louis, May 17. 

The Car Accountants’ Association will hold its annual 
convention at the Grand Hotel in Cincinnati, May 25. 

The Master Mechanics’ Association will hold its fourteenth 
annual convention in Providence, R. L., beginning Tuesday, 
June 14. Headquarters for members will be at Narragan- 
sett Hotel. 

The Master Car-Builders’ Association will hold its fif- 
teenth annual convention in the city of New York, begin- 
ning June 14 

The Amer ican Society of Civil Engineers will hold its 
thirteenth annual convention in Montreal, Canada, begin- 
ning June 15. 








Dividends. 
Dividends bave been declared as follows : 


Nashua & Lowell, 4 per cent., semi-annual, payable 
May 2. 
New York, Providence & Boston, 2 per cent., quarterly, 


payable May 10. 

we Be of é& Pittsburgh (leased to Pennsylvania Com- 
pany), 154 per cent., quarterly, payable June 1. 

Catawissa (leased to Philadelphia & Reading), 31¢ per 
cent., semi-annual, on the preferred stock, pay able May 18, 

Pennsylvania, 4 per cent., semi-annual, payable May 28 
to women only; to all other stcckholders May 30. Trans- 
fer books closed April 30. 

Boston, Concord d& Montreal, 3 per cent., semi-annual, on 
the preferred stoc te! payable May %). 

Delaware & Hudson Canal, 1°s per cent., quarterly, pay- 
able June 10. Tais is the first dividend for several years. 


Master Car-Builders’ Association. 

The following circular has been issned to members: 

‘* The fifteenth annual meeting of the Master Car-Builders’ 
Association will convene in the city of New York June 14, 
1881, The Committee of Arrangements have selected the 
Park Avenue Hotel as the headquarters of the Association, 
and have made favorable arrangements with the proprietor 
for their entertainment. Board, 43 per day. Persons wish- 
ing to engage rooms will communicate w ith the proprietor 
of the Park Avenue Hotel, stating the number of persons for 
whom accommcdations are desired. 

** We trust that you will spare no effort to meet with us at 
the time named. ‘Yours truly, C. A. Smrrn, Secretary. 


“C, A, SMITH, Vos ™ sments.” 
“ WiILLIs DAVIS. ¢ om, of Arrangements. 


American Institute of Mining Engineers. 


Professor Thomas M. Drown, Secretary of the Institute, 
has issued the following announcement in relation to the 
Virginia meeting: 

Monday, May 30—Opening session in the Staunton Opera 
House at 8 o'clock, pm. 

Tuesday, May 31—Sessions of the Institute at o'clock, 
a. m., at 3 o'clock and 7:30 p.m. At 1:30 p.m. an excur- 
sion will be made in carriages about the city, visiting the 
water works and public institutions. 

Wednesday, June 1—Excursion over the Shenandoah 
Valley Railroad, visiting the Shenandoah Iron Works, 
Luray Cave, and other points of interest. 

Thursday, June 2—Excursion over the Chesapeake & 
Ohio Railroad, visiting Ferrol, Longdale, Cliften Forge, 
Low Moor, and arriving at White Sulphur at 5:30 p. m. 
Session of the Institute at 8 p. m. 

Friday, June 3—Excursion over the Chesapeake & Ohio 
Railroad to the New River coal fields, visiting Quinnimont, 
Stone Cliff, Fire Creek, Sewell, Nuttallberg, and Hawk’s 
Nest, where an opportunity will be given for a thorough 
examiration of the Ansted cval mines: then through the 
Kanawha coal fields to Coalburg, returning to White Sul- 
phur for the night. 

Saturday, June 4—Excursion over the Richmond & 
Allegheny Railroad from Williamson to Balcony Falls, 
visiting the Natural Bridge of. Virginia and returning to 
Williamson in time to take the trains East and West. 

It is necessary that members should inform the Secretary 
of the Institute promptly of their intention of being present 
at the Staunton meeting, in order that certificates may be 
sent to them fer the purchase of such excursion tickets as 
may be issued by the different railroad companies, and also 
that accommodations may be prepared for their comfort 
during the meeting. 

Members are requested to give early notice to the Secre- 
tary of the papers they intend to present at this meeting, 
that they may be announced in a subsequent circular, It is 
expected that the discussion on steel rails, begun at the 
Philadelphia macting, will be continued, 


ELECTIONS AN9 APPOINTMENTS. 








Allegheny Valley.—The board has re-elected John Scott 
President : T. F. Robinson, Secretary and Treasurer ; T. F; 
Brown, Auditor ; David McCargo, General Superintendent . 
E. H, Utley, General Freight and Passenger Agent ; Thomas 
M. King, Superintendent River Division ; C. A. Jackson, 
Superintendent Low-Grade Division. 


Ashuelot.—At the annual meeting iu Keene, N. H., re- 
cently, the following directors were chosen: A. B. Harris, 
Oscar Edwards, . A. Rumrill, Tilly Haynes, —7 
Colony. The board elected A. B. Harris, President : 

Lane, Treasurer. The road is worked by the AT 
River Company. 


Bangor & Portland.—At the annual meeting in Ronave, 
Pa., May 3, the following directors were chosen: Joseph 
Bray, Dr. John Buzzard, J. E. Long, G. W. Mackey, Conrad 
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Miller, John I. Miller, Jonathan Moore. The board elected 
Conrad Miller President; @. W. Mackey, Secretary; John I. 
Miller, Treasurer. 


Boston, Revere Beach & Lynn.—Messrs. Matthew Bolles 
and L. 8. Judd have been chosen directors to fill vacancies 
in the board. 


Canada Central.—The following circular from the Gene- 
ral Manager is dated Brockville, May 11: ‘Mr. C. W. 
Spencer has been appointed Traffic Superintendent of 
this company, to take effect from akove date. His head- 
quarters will’ be at Brockville until further notice. The 
movement of freight and of trains, the control and super- 
vision of train-men, and all matters in this connection, will 
be under his direction, and ali correspondence relating to 
such matters must be addressed to him as above. Train 
orders will be signed by bim, and replies thereto must be 
addressed to him; and all orders and instructions issued by 
him, relative to any and all matters pertaining to bis 
depurtment, must be respected and obeyed by all employés. 
Casualty and train reports, station time-rolls, requisitions 
for train supplies and car tracers must be sent in to him in 
the usual course.” 


Carolina Central.—This company has re-elected’ the old 
officers, as follows: President, D. R. Murchison; General 
Superintendent, V. Q. Johnson; Treasurer, James Ander- 
son; Auditor, W. N. Bowden; General Freight and Passen- 
ger Agent, F. W. Clark. Offices at Wilmington, N. C. 


Cedar Rapids, Iowa Falls & Northwestern.—This com- 

ny has elected officers as follows: President, Geo. J. Boal, 
owa City, Ia.; Vice-President, J. N. Dewey, lowa City; 
Secretary, W..H. Brady, Cedar Rapids, Ia.; Treasurer, C. 
Stickney, Cedar Rapids. 


Chicago & Grand Trunk.—Mr. 8. R. Callaway bas been 
appuinted General Superintendent and the office of General 

anager is abolished. Mr. Callaway has served on the De- 
troit & Milwaukee and the Detroit & Bay City. 

Mr. Charles B. Peck, late General Manager. has been ap- 
poiuted General Traffic Manager, and will have charge of all 
the western traffic of the Grand Trunk. 


Chicago, Milwaukee d& St. Paul.—Mr. W. A. Givin has 
been offered the position of Car Accountant, in place of J. P. 
Beecham, who will remain with the company in a new 
office, having charge of all movement of rolling stock. 


Chicago, Rock Island & Pacific.—Mr. F. A. Marsh has 
been appointed Purchasing Agent, in place of Allen Manvel, 
resigned. The office of Assistant General Superintendent 
also held by Mr. Manvel) is abolished. 


Creve Cour Lake.—The officers of this comnany are: H. 
A. Stevens, General Manager; J. H. Posey, Passenger and 
Ice Agent. 


Delaware & Hudson Canal.—At the annual meeting in 
New York, May 10, the following directors were chosen : 
Thomas Dickson, Scranton, Pa.; Thomas Cornell, Kingston, 
N. Y.; John Jacob Astor, Legrand B. Cannon, David Dows, 
James M. Halstead, Adolphus Hamilton, Robert S. Hone, 
Hugh J. Jewett, Abiel A. ed James Roosevelt, James R 
Taylor, Abraham R. Van Nest, New York. Messrs. Dows 
and Jewett are new directors, succeeding Levi P. Morton 
and George Cabot Ward. The board re-elected Thomas 
Dickson, President. 


Delaware River.—At the recent annual meeting in Wood- 
bury, N. J., the following officers were chosen : President, 
Wm. S. Couner; Secretary, Samuel T. Miller; Superintend- 
ent, Edward H. Green. 


Eastern.—Mr. Amos Pillsbury has been appointed Super- 
intendent of Rolling Stock. He was formerly Master Me- 
chanic of the Hartford, Providence & Fishkill and for some 
a has been Master Mechanic of the Valley Railroad, 
Oo 10. 


Evansville Belt.—The directors of this new company are: 
Wm Heilman, D. J. Mackey, James Montgomery, E. S. 
Babcock, Jr., F. J. Reitz, C. R. Bement, E. J. Martin. Office 
in Evansville, Ind. 


Grand Trunk.—Mr. Wm. Wainwright, General Passenger 
Agent, has been appointed Assistant Traftic Manager. He 
will, for the present, retain charge of the Passenger Depart- 
ment. 

Houston & Texas Central.—At the annual meeting in 
Houston, May 2, the following directors were chosen: E. W 
Cave, G. Jordan, A. Groesbeck, A. Richardson, Houston, 
Tex.; Charles Fowler, Galveston, Tex.; A. C. Hutchinson, 
Charles A. Whitney, New Orleans; John J. Cisco, R. J. 
Morgan, New York 


Illinois Central.—The following appointments are an- 
nounced : Road-Master, North Division, Peter Rockwell; 
Train Master, Amboy Section, G. W. Freeman; Train- 
Master, Waterloo and Ft. Dodge sections, J. L. Turner. 


Indiana, Bloomington & Western.—Mr. C. L. Dickinson 
a been appointed Auditor, and entered upon his duties 

ay 2. : 

Mr. C. E. Henderson has been eppointed Assistant General 
Manager in charge of the Ohio Division, late the Cincinnati, 
Sandusky & Cleveland road. Mr. D. W. C. Brown is ap- 
pointed Superintendent of the Ohio Division. All subordi- 
nate officers retain their positions, but business with other 
companies will be transacted through the general offices in 
Indianapolis. 


Iowa City & Western.—This company has elected the fol- 
lowing officers : President, Lyman Cook ; Vice-President. J. 
N. Dewey ; Secretary, Theo. Stickney ; Treasurer, C. Stick- 
ney. 

Little Rock & Ft. Smith.—At the annual meeting at Little 
Rock, April 28, the following directors were chosen: W. M. 
Fishback, Ft. Smith, Ark.; Jesse Turner, Van Buren, Ark.; 
S. F. Clark, D. E. Jones, W. D. Slack, Little Rock, Ark. ; 
Elisha Atkins, J. H. Converse, F. Gordon Dexter, F. M. 
Weld, Boston. The only new director is Mr. Dexter, who 
succeeds F. A. Perkins. The board re-elected J. H. Con- 
verse, President; Jesse Turner, Vice-President; J. W. Gay, 
Secretary; Joseph Kampmann, Treasurer. 


Little Rock, Mississippi River & Texas.—At the annual 
meeting in Little Rock, April 28, the following directors 
were chosen: Elisha Atkins, J. E. Redfield, E. Winchester, 
F. Gordon Dexter, Pendall, Griffith, Wilkins, Tillor, Pen- 
zell. The board elected Elisha Atkins President; George S. 
Daniels, Treasurer; J. A. Woodson, Secretary and Superin- 
tendent. Mr. Atkins succeeded Mr. Redtield as President. 


Louisville & Nashville.—The office of L. B. Jones, General 
Eastern Agent, has been removed to No. 381 Broadway, 
New York. 


Mexican National.—The present beadquarters of A. M. 
Wellington, Principal Assistant Engineer, are at Morelia, in 
the state of Michoacan. 

George H. Birnie, late Division Engineer on the Wheel- 
ing & Lake Erie, is an Assistant Engineer in charge of a 

rty e in surveys of this company’s Manzanillo & 
Easeto line, with address at Morelia. 





Michigan Central.—At the annual meeting in Detroit, May 
5, the old board was re-ele¢ted, as follows: Anson Stager, 
Chicago; Ashley Pond, Detroit; William L. Scott, Erie, Pa. ; 
Samuel F. Barger, Augustus Schell, William H. Vanderbilt, 
William K. Vanderbilt, Cornelius Vanderbilt, E. D. ‘Vorces- 
ter, New York. The board re-elected William H. Vander- 
bilt President; Cornelius Vanderbilt, Vice-President and 
Treasurer; E. D. Worcester, Secretary. 


Minneapolis & St. Louis.—The officers and directors 
chosen for this company as consolidated are: President, W. 
D. Washburn; directors, H. T. Welles, J. K. Sidle, W. D. 
Hale, C. H. Pettit, A. H. Bode, W. W. McNair, R. J. Bald- 
win, M. FP. Hawkins; ,Secretary, M. P. Hawkias; Trea- 
surer, A. H. Bode. 

Mr. A. H. Crocker has been appointed General Superin- 
tendent of the road. He was recently on the Chicago, Bur- 
lington & Quincy. 


New York & New England.—Mr. Eustace C. Fitz, of 
Boston, has been chosen a director, in place of W. O. Taylor, 
deceased. 


New York, Pennsylvania & Ohio.—Mr. James McIntyre 
has been appointed Superintendent of Buildings and Bridges, 
vice Joseph Hallar, resigned, appointment taking effect 
April 1. 

New York Stock Exchange.—At the aunual election held 
May 9 the following officers were chosen for the ensuing 
year: President, Donald Mackay; Chairman, James 
Mitchell; Vice-Chairman, Alexander Henriques; Treasurer, 
D. C. Hays; Secretary, B. O. White; Trustee of Gratuity 
Fund. William Alexander Smith; Governing Committee, 
to serve four years, S. T. Russell, G. L. Haight, E. Brandon, 
‘, K. Sturgis, W. L. Bull, F. N. Lawrence, Simeon J. 
Drake, R. L. Anderton, Jr., J. S. Decker, J. D. Probst; to 
serve one year, D. A. Boody. 


North Carolina Midland.—Tte officers of this company 
are: President, J. S. Barbou-, Alexandria, Va.; Vice-Presi- 
dent, J. Turner Morehead, Leaksville, N. C.; Secretary and 
Treasurer, J. W. A!lbaugh, Salem, N. C. 


Ohio Southern.—At a meeting in Springfield, O., recently, 
the following directors were elected: B. S. Henning, Austin 
Corbin, J. R. Maxwell, Henry Graves, Dumont Clark, Alfred 
Tully, New York; 0. S Kelly, Amos Whitley, Geo. H. Frey 
J. H. Downey, Ford Woods, Springfield, O.; H. L. Chap- 
man, Jackson, O. Ata subsequent meeting Major Henning 
was elected President. 


Oregon & California.—The board has elected Henry Vil- 
lard President, in place of R. Koebler, resigned. Also A. G. 
Cunningham and C. E. B. Robertson directcrs, in place of 
C. H. Lewis and Paul Schulze, resigned. 


Pennsylvania Company.—-The following appointments 
are announced by General Passenger Agent E. A. Ford: Mr. 
Robert Emmett, District Passenger Agent for Terre Haute 
& Indianapolis Railroad, and Passenger Agent for the Pitts- 
burgh, Cincinnati & St. Louis Railway, and the Jefferson- 
ville, Madisen & Indianapolis Railroad, the appointment to 
take effect May 1, 1881. His office will be at Indianapolis, 


Ind., and his’ district will include all _ territory 
within the following described circle of cities and 
towns: Logansport, Frankfort, Colfax, Crawfordsville, 
Guion, Terie Haute, Vincennes, Evansville, New 


Albany, Jeffersonville, Madison, Lawrenceburg, Hamilton, 
Richmond, Winchester, Ridgeville, Portland, Decatur (Ind.), 
Bluffton, Wabash, North Manchester, Denver and Peru. 
All local or traveling passenger agents, employed by either 
of the three lines named above, within the district described 
will report to end be instructed by Mr. Emmett. Mr. Frank 
M. Caldwell, District Passenger Agent of the Pittsburgh, 
Cincinnati & St. Louis Railway Company, with his 
office at Columbus, O. His district will include all 
territories within the following described circle of cities and 
towns: Richmond, Hamilton, Morrow, Batavia, Newport, 
Portsmouth, Gallipolis, Pomeroy, Parkersburg, Marietta, 
Cambridge, Newcomerstown, Mt. Vernon, Galion, Marion, 


Bell2fontaine, Sidney, St. Marys, Mercer, Decatur, 
Portland, Ridgeville and Winchester. Ali locai or 
traveling pastenger agents employed by this 
company within the district described- above’ will 


report to and be instructed by Mr. Caldwell. Messrs. 
Caldwell and Emmett will report to C. C. Cobb, Assistant 
General Passenger Agent at Cincinnati, in regard 1o Pan- 
handle matters. Mr. Emmett will report to J. M. Ches- 
brough, St. Louis, coucerning Vandalia, and to H. R. Dering, 
Louisville, concerning the Jeffersonville road. 


Pittsburgh, Virginia & Charleston.—The following have 
been elected: President, J. N. DuBarry; directors, George 
B. Roberts, Edmund Smith, Wistar Morris, John P. Green, 
Strickland Kneass, D. A. Stewart, Chas. E. Speer, W. J. 
Howard, George V. Lawrence, John Scott, T. L. Daly, 
Joseph Walton. The road is leased to the Pennsylvania. 


Pullman Southern Car Co.—At the annual meeting in 
Louisville, May 11, the following directors were chosen: 
George M. Pullman, George F. Brown, C. H. Davie, R. B. 
Bullock, M. Burns, A. M. Quarrier, E. D. Standiford, W. C. 
Hite, W. F. Harris. The board elected George M. Pullman 
Président: George F. Brown, First Vice-President; W. C. 
Hite, Second Vice-President; A. S. Weinsheimer, Secretary ; 
C. H. Davie, Accountant: Thomas Hayes, General Superin- 
tendent. 

St. Croix & Northwestern.—At a meeting in St. Croix 
Falls, Minn., the following officers were elected: President, 
William M. Blanding; Vice-President, Charles E. Mears; 
Secretary, A. C. Henderson; Treasurer, Joel F. Mason. 

St. Louis, Salem & Little Rock.—At the late annual meet- 
ing in Salem, Mo., the following directors were elected: 
A. L. Crawford, W. L. Scott, H. A. Crawford, Joseph 
McCarter, E. L. Foote. 


St. Paul & Duluth.—Messrs. J. J. Hill and R. B. Angus 
have been chosen directors, in place of C. H. Graves and J. 
@. Adams, resigned. Mr. Hillis General Manager and Mr. 
Angus Vice-President of the St. Paul, Minneapolis & Mani- 
toba. 

St. Paul, Minneapolis & Manitoba.—The following circu- 
lar announces officially an appointment we have already 
noted; it is dated St. Paul, Minn., May 3: 

‘*Mr, Allen Manvel has been appointed Assistant General 
Manager and General Superintendent of this Company, his 
appointment in effect from this date. He will have full 
charge of the operation of the line in all departments, and 
correspondence and reports pertaining thereto bitherto for- 
warded to the General Manager will from this date be sent 
to the Assistant General Manager. Heads of departments 
will consult him on all questions pertaining to force em- 
ployed and to be employed, and the compensation therefor, 
and purchases of material and supplies, except in cases of 
emergency, will only be. made on requisitions approved by 
him.” 

Schuylkill & Lehigh.—At the annual meeting last week 
the following were chosen: President, J. N. Hutchinson; 
directors, George F. Baer, Henry F. Eckert, J. Y. Hum- 

brey, George De B. Kem, G. A. Nichols, George D. Stitzel; 
Secretary, J. Y. Humphrey; Treasurer, R. B. Kinsey. 





Stockton & Amador.—The officers of this new California 
company are: E.S. Holden, President; F. T. Baldwin, 
Vice-President ; B. K. Reid, Secretary ; E. R. Stockwell, 
Treasurer, Office at Stockton, Cal. 


Tennessee Railroad Commission.—The Governor of 
Tennessee has appointed as Railroad Commissioners 
under the new law O. P. Temple, of Knox; Joseph R. 
Dillin, of Rutherford, and John Nail, of Haywood. 


Texas Western.—Frederick D. Grant, a son of ex-Presi- 
dent Grant, is to be President of this company as reorgan- 
ized. 





PERSONAL. 


—Mr. E. L. Guilford has resigned the position of Gen- 
eral Freight Agent of the Peoria & Pekin Union Railway. 


—Mr. W. O. Hughart, President of the Grund Rapids & 
Indiana Company, bas taken a vacation until October next, 
and will spend it in Europe, sailing from Philadelphia May 

4, 


—Col. Thomas A. Scottis seriously ill at his residence in 
Philadelphia, having had a second stroke of prralysis. For 
several days he was in a critical condition, but is now re- 
ported better. 


—Mr,. Theodore Rice, Foreman of the Union Pacific shops 
atGreen River, Wy. Ter., and formerly on the Chicago, 
Burlington & Quincy, died suddenly April 27 at Laramie, 
while on his way home. 


—Mr. T. G. Gorman, late Superintendent of Machinery of 
the Hannibal & St. Joseph Railroad, has resigned that posi- 
tion and has accepted that of Superintendent of the 
Canadian Locomotive Works, at Kingston, Ontario. 


—Mr. J. F. Sechler, Master Mechanic of the Ohio & Mis- 
sissippi Railroad, who resigned in order to take a similar po- 
sition at Marshall, Tex., was presented by the employés of 
the shops at Vincennes, Ind., with a $500 gold watch last 
week. 


—Mr. M. F. Moon, formerly of the Locomotive Engine 
Safety Truck Co., bas accepted the position of Chief of the 
Bureau of Isolated Lighting of the Edison Electric Light 
Co. His department includes all lights outside of cities and 
towns lighted by gas. 


—Mr. W. B. Viall, Canadian General Agent for passenger 
traffic for the Central Vermont, has resigned his position 
owing to ill-heaith and the demands of his mail service con- 
tracts upon his time. He has been at Montreal about one 
year, having previously filled the positions of conductor and 
ticket agent. 


TRAFFIC AND EARNINGS. 


Grain Exports. 








Exports from the four leading Eastern ports for the four 
months ending with April, have been : 

New York: 1881. i880 Inc. or Dec. Pr. 6 
Flour, bbls. . . -2,032,202 1,056,354 Ine. 975,848 92.4 
Wheat, bush.......13,606,299 = 13.938,854 Dee. 332,555 2.4 
Corn, bush......... 7.504.295 11,504,368 3,999,973 335.9 

Total, bush.... 30,254,603 30,196,815 Ine. 58,788 0.2 


Boston : 








Flour, bbls........ 385.781 310,302 Ine. 75.389 24.3 
Wheat, bush 891,828 1,622,589 Dee. 730,761 15.0 
Corn, bush...... - 2,785,972 4.041.600 ** 1,255,628 31.0 
Total, bush.. 5.413.814 7,060,953 Dee. 1,647,139 23.3 
Philadelphia : 
Flour, bbls....... 93.446 Ine. 21,278 29.5 
Wheat. bush...... 3,305,560 * 1,458,054 77.0 
Corn, bush........ 2,558,042 Dec. 4,009,329 61.1 
Total, bush.... 6,284,109 8,759,653 Dee. 2.475.544 23.0 
Baltimore: 
BIO, BOG 0.0.50 174,174 146.462 Ine. 18.0 
Wheat, bush...... 6.844.625 5,487,143 “ 24.4 
Corn, bush...... . 5,844,248 8,279,551 Dee. », 29.4 
Total, bush.... 13,472,656 14,425,773 Dec. 16.6 
The four ports : 
F’our, bbls........ 2,685,603 1.585.376 Ine. 1,100,227 69.6 
Wheat, bush....... 24,648,312 2°.916,112 “ 1,732,200 7.6 
Corn, bush........ 18,692,657 30,392 89u Dec. 11,700,233 38.5 
Total, bush.... 55,426,182 60,443,194 Dec. 5,017,012 8.3 


In the aggregate exports of the four ports ‘here is an in- 
crease of 69.6 per cent. in flour, of 7.6 per cent. in wheat, 
and adecrease of 38.5 per cent. in corn, making what is 


equivalent to a decrease of 8.3 per cent. in the whole. New 
York’s total is nearly the same as last year, Boston’s 23.3 


yer cent., Philadelphia’s 23 and Baltimore’s 6.6 per cent. 
ion. All the places have an increase in flour receipts, but 
of the whole increase of 1,100,227 barrels, New York has 
975,848, or 8834 percent., and Boston 75,389, or 6% per 
cent. In wheat there is a small decrease at New York and 
a large one at Boston, but an enormous gain a Philadelphia 
and a large one at Baltimore. All places lose largely in corn 
exports, which have fallen off 11,700,000 bushels, out Phila- 
delphia has lost most, and so much that in the total exports 
it has a decrease of 23 per cent., in spite of its gain of 77 per 
cent. in wheat. 

The percentages of the total exported from each place 
have been : 


Flou r. Wheat Corn. Total . 
New York..... 1880, fiea lee 66.7 60 8 37 '8 30:0 
Boston......... ee. ee Oa 
Philadelphia...) tgs...) «4330 R116 da 
Baltimore ....., 1880.01.01. $3 340 27.3 33:8 


New York gains in the proportion of the flour, and even 
that is exported, and in the total, but loses in wheat ; Boston 
gains a little in corn, but loses in everything else ; Phila- 
delphia gains largely in wheat, but loses in the others and 
the total ; Baltimore gains in wheat and corn and in the 
total, losing in flour. 


Grain Movement. 


For the week ending re og 30 receipts and shipments of 

grain of all kinds at the eight reporting Northwestern mar- 

kets and receipts at the seven Atlantic ports have been, in 

bushels, for the past eight years: 

Northwestern 
receipts. 

1874..... 3.421,942 


Atlantic 
By rail. P.c. by rail. receipts. 
1,169,071 31.0 1,968,480 


-——Northwestern shipments.—— 
Total. 
3,775,478 


1875... .2.735,207 2.540.262 1,075,243 423 2,174,007 
1876... .3,055,911 4,737,824 2.292.633 46.3 3,008,518 
1877.....3,396,193 4,521,713 1.341,677 29.7 2,196,..90 
1878. ....4,834,507 4,591,346 1.046.155 23.0 3,990,700 
1879.....4,297,006  4.558,360 2,931.082 64.3 4,023,227 
1880. ....3,750,407 4.361.732 3 


"732 L1F9IN9 ~—-26..6 
1881..... 4.184.871 3,778,676 3,069,926 81.3 5,181,750 

The receipts of the Northwestern markets for the week 
were the largest since the first week of December last. Their 


4 424,9:'6 
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shipments were smaller than in the two weeks next previous, 
but tbe rail shipments were extraordinarily large, though 
also less than the t'vo weeks previous. The shipments, not 
by rail. so far, hav? been by the Mississipri River. The 
Atlantic receipts were 21 per cent. more than the previous 
week, and with one exception were the largest since naviga- 
tion closed. 

Ot the Northwestern receipts Chicago had 36 per cent., 
St. Louis 21.5, Peoria 17.7, Toledo 12.3, Milwaukee 6.1, De- 
troit 4.9, and Cleveland 1.5 per cent. Chicago’s receipts are 
the largest it has had this year, nearly one-half larger than 
the week before, and the largest percentage of the total it 
has had since February ; St. Louis’ receipts are a quarter 
less than the week before, and the smallest it has had since 
March. The Peoria receipts are not only larger than in any 
previous week this year, but larger than in any week last year 
—probably the largest that have ever been received there. 

Of the Atlantic receipts New York had 35 9 per cent., 
New Orleans 28.7, Baltimore, 14.4, Boston 11.1, Phila- 
delphia 7.1, Portland 2, and Montreal 0.8 per cent. New 
York’s receipts are 24 per cent. less than the week before, 
and with one exception are the smallest for five weeks. 
New Orleans has much the largest receipts it has ever had— 
larger than the aggregate of the three weeks previous. 

The exports of the Atlantic ports for five successive 
weeks this year and last have been: 

May 4. Apr. 20. 
{1881 104,27 138,759 
+ S80 96 391 91.014 58,606 
) 1881 2,397,558 3,117,793 3.528.623 4,099,384 4,422,442 
( 1880—3,665,175 4,210,038 4,748,482 4,386,368 5,299,033 

For the eight weeks ending May 4, exports this year and 

last have been : 


Apr. 27. 
118,901 


TAT 


Apr. 13. 
88.524 
59,917 


Apr.6, 
Flour, 120,665 
bbls. 
Grain, 
bus. 





_ 











1881, 1880. Inc. or Dee. P-.e. 
Flour, bbls... . 958,246 533.379 Ine. 424.867 19.6 
Grain, bush - 29,644,117 35,479,472 Dec, 5,835,355 16.4 


The increase in flour is equivalent to 1,911,901 bushels of 
wheat, and including that there has been for the eight weeks 
a decrease of 3,923,454 bushels, or a little more than 10 per 
cent, 

For the week ending May 6, receipts at the four leading 
Atlantic ports were : 


1881. Ine. or Dee. 









1880. P.c 
New York.. 1.452.475 £272,026 Ine. 180,449 14.2 
Bosto.... bates $57,135 4 oie 31,927 75 
Philadelphia.... 278,400 603.800 Dee, 325,400 53.9 
Baltimore 495,771 284,529 Inc. 211,242 74.2 


This a light movement everywhere. 
Coal Movement. 


Anthracite tonnages for the four months ending April 30 


are reported as follows, the tonnage in each case being only 
that originating on the line to which it is credited: 
1881. 1880. Ine. or Dee. P.e. 
Phila. & Reading ....... 1,809,013 1,721,626 L. 87.387 5.1 
Northern Central, Sham- 
okin Div., and Summit 
of Pees 313.167 226.330 1. 86,837 38.4 
Sunbury. Hazleton & 
Wilkesbarre............ 1.666 4.831 D. 3,165 65.8 
Pennsylvania Canal. .... 34.858 44.716 D. 9,858 21.9 


Central of N. J., Lehigh 








Div 8. . 21,308,330 1.10°,059 I 200.271 18.2 
Lehigh Valley............1,654,679 1,243,758 I. 410,921 33.0 
Pennsylvania & N. Y.... 21339 6,725 I. 11,604 218.0 
Del., Lacka, & Western..1,256,898 1,084,02L I 172,877 15.9 
Del. & Hudson Cu.nal 

Owises ccces « wish eene DOES 1. 73136 7.2 
Pennsylvania Coal Co.... 347.460 284,049 I. 63,411 b | 
State Line & Sullivan.... 19,868 15,041 I. 4,827 32.2 

Total anthracite...7,853,940 6.752.692 I. 1.101.248 16.3 


The tonnage of anthracite for the corresponding period 
for six years has been : 






WR is, oiedwedeexeecn OS Se 
ee rad. pe 2,692 | 187 E 
1879. ee eeee T,021,.164 | 187 


year is extraordinarily 

large. even after allowing for the long and severe winter. ~ 
Anthracite tonnage of the Belvidere Division, Pennsyl- 

vania Railroad, for the four months was : ; 


Anthracite tonnage for this 





1881 1880. Increase. P.c 

Coal Port for shipment..... 7.179 5,850 1,328 22.6 
So. Amboy for shipment... .207.611 131,977 75,634 57.3 
Distribution on N. J. lines. .245,832 161,013 84,819 52.7 
Co.'s use on N. J. lines..... 35,291 34,641 650 18 
Sia accacdtn eee 495,913 333,481 162,432 48.8 


Of the total this year 395,681 tons were from the Lehigh, 
and 100,232 tons from the Wyoming Region. 

Actual tonnage of anthracite passing over the Pennsyl- 
vania & New York road for the five months of its fiscal 
year from Dec. 1 to April 30 was: 1881, 347,081; 1880, 
268,034; increase, 79,047 tons, or 42 per cent. 

Semi-bituminous tonnages reported for the four months 
were as follows: 









1881. 1880. Inc. or Dec. P. c. 

ee ane er 15.8 7 586.753 D. 70,946 17.0 
Huntingd n& Broad Top . 80,677 77.959 I. 2718 3.% 
East Broad Top . ......... 23.448 27,309 D. 3.s6l 14.1 
Tvrone & Clearfield ..... . 742.744 388.755 1. 353.989 91.0 
Bellefouts & Snow Shoe... 28,735 26,116 I 2.619 100 
Total semi-bituminous.1,391,411 1,106,892 I. 284,519 25.7 


Actual tonnage passing over the Huntingdon & Broad 
Top road for the four months was: 


1880. Ine. or Dec. P. c. 





1881. 
Broad TOD Goal ....0.66i i ccscesacs 80,677 77,959 I. 2.718 S.5 
Cuwberland coal...... ........ (3,426 80,034 D. 16.608 20.7 
SE ET LE ,-144,103 157,993 D. 13,890 8.8 


Shipments of Cumberland coal away from the region 
were: 





1881. 1880. Decrease, P. c. 

Balt. & Ohio R. R............ 4°7.047 450,279 82.232 7.0 
Bediord Div., Pa. ROR ..... 53278 63635 16357 234 
Canes. & Oaio Canal.......... 43,765 63.355 19,590 31.1 
Co ee wecveeeensd24,090 592,269 68,179 1L5 


_ ‘The increase in semi-bituminous coal is entirely in C'ear- 
fiel |. ‘The Cumberland region isin a very unsettled state 


just row. 


Gituminous tonnages reported for the four months are : 








1881 1880, Inc. or Dee. Pe 

3arclay R. R. & Coal Cc..... 145,732 151.2638 D. 5,63 3.7 
Allegh2ay Region, Pa. R.R. 92,933 124,83) D. 31907 $5.5 
Penn. & Westmoreland.,..... 277,605 391,161 D.113,556 24.0 
La Bk re ee 112,636 98,783 [. 13,553 14.0 
S uthwest Pa. kK. R 11,120 22,455 D. 11,335 40.0 
Pittsburgh Region, Pa. R. R. 216,139 169,859 I. 46,250 27.2 
Total bituminous.... .... 856,185 953,481 D.102.296 10.6 


There was a pretty general falliag off in the bituminous 
trade, probably due largely to a lighter furnace demand. 

Shipments of coal from the mines about Rich Hill, Mo., in 
April were: By Missouri Pacific, 17,981 ; Kansas City, Ft. 
Scott & Gu.f, 20,520 ; total, 38,501 tons. 





Coke: tonnages reported for the four months are as fol- 


lows : 

: 1881. 1880. Inc. or Dec. P.c. 
Bellefonte & Snow Shoe..... 2.777 215 5)” Sens 
Allegneny Region. Pa. R.R. 33,777 22,108 =I. 11,669 53.0 
Penn. & Westmoreland....... 67,229 46,227 I. 21,002 45.6 
Went Bm. BR. BE cccccecvc cseese 38.652 33,792 L 4.860 14.3 
Southwest Pa. R. R.......... 495,548 344,581 LL 151,107 43.9 
Pittsburgh R-gion, Pa. R. R.. 205,194 183,547 I. 21,647 11.7 

yO 843,177 630,270 I. 212,907 33.8 
The coke business is steadily growing. Arrangements 


have already been made this spring to build over 2,000 new 
coke ovens in the Connellsville district. 
The coal tonnage of the Pennsylvania Railroad for the 





four months was as follows : ' 
1881. 1880. Inc. or Dee. P.c. 
EP re 456,894 350.760 I. 106,134 30.2 
Semi-bituminous.......... 902,458 562,647 I. 339,811 60.6 
BAMIMOUS........ oc ccccecce 710,453 807,118 D. 5 12.0 
Sie Naaxd a tckccaaG as cen 848,177 645.398 I. 197,779 30.7 
cb tsacenchs scm 2,912,982 2,365,923 I. 547,059 23.1 


The tonuage of all kindsin April was 723,351 tons, 
against 917,218 in March, 620,155 in February and 652,158 
in January. 

The coal tonnage of the Chesapeake & Ohio road for 
March and three months ending March #1 was as follows : 





——-March.-—— ——-Quarte - 
18-1. 1880. 1881. 
Coal. 64,093 43,326 162,192 
BRN katisten 7,152 4,199 16 950 
ccstssnascacs » 71,245 47,525 179, 142 127,201 


March shipments were divided ps follows: To Ohio R ver 
at Huntington, 17,268 ; local points and connecting lines, 
17,207 : Richmond and James River wharves, 25,751 : 
company’s use, 11,019; total, 71,245 tons. 

Railroad Earnings. 
Earnings for various periods are reported as follows: 
Four months ending April 30 : 
1881. 
























1880. Ine. or Dec. Pre 
Bur.. Cedar Rap. 

TD Dicbasctokevs $625.491 $679,465 D $53,974 
Central Pacific..... 6,519,907 5,001,266 1. 5D i 
Chi. & Alton...... : 3, 2.10 2 D L6.975 
Chi. & Bastern Til. 501 3 $ I 173.504 
Chi. & Gd, Trk.... 458,507 356,600 I. 101.907 
Chi.. Mil. & St. P.. 3,851,000 3.274.763 1. STOL257 
Chi. & Northwest. 4,837,029 4,942,613 D 105.584 
Chi.. St. P., Minn. 

& O., East Div.. 605,675 462.499 I. 143.176 931.0 

Ss. P. & 8. C. 

Ee 301,448 423,397 D. 121.949 28.8 
Civ. & Springfield. 304,565 281,196 I. 23.369 8.3 
Cleve., Col., Cin. & 

Wi kcas tcxases 1,262,937 1,246.879 I. 16,058 1.3 
Cleve., Mt. V. & 

ee 132,991 141.281 D 8.290 5.9 
Denver & R.G.... 1,456,862 586,228 1. 870.654 148.6 
E. Tenn., Va. & Ga. 446.510 402,891 I. 43.619 10.8 
Flint & Pere Mar.. 583.371 505,769 1. 77.602 15.4 
Gt. Western.... .. 4 1,557,966 I. 169,959 10.9 
Houston & Tex. ‘ 

Pee a 203,103 18.8 
Ill. Cent., Il. tines D. 8.909 05 

Towa lines....... dD. 86.489 16.3 
Int. & Gt. No..... I. 272. 380 ALS 
Lake Erie & West. & 125.458 47.9 
Louisville & Nash. I. 988,617 40.7 
Memphis & Ch.... a 40,335 10.6 
Mil.. L.S. & West. 2 : 22,031 17.5 
Mobile & Ohio.... J A 68.812 9.0 
N. Y. & New Eng. 787131 677.673 1. 109.458 16.1 
Norihern Pacific. . 565,684 464,082 I. WLe02 21.9 
Peoria, Dee. & Ev. 170.750 98,268 1, 72,482 73.9 
St. L., A. & T. H., 

Main Line...... 489, 597 427,862 1 61.735 14.4 

Belleville Line.. 249.064 213.470 =. 35.594 16.7 
St. L., Iron Mt. & 

Re 2,370,694 1,905,979 I. 464,714 24.4 
St. L. & San. Fran. 918.017 767,311 I. 150,706 §=19.6 
st. P.. Minn. & 

ee 1,160,316 912,695 1. 247,621 27.1 
Scioto Valley..... 99,852 90,740 I. 9,112 10.1 
Texas & Pacific... 1,116,741 854,197 1. 262.044 30.7 
Wabash, St. L. & 

ID isk subs creates 3,773,612 4,079,805 D. 306.193 7.5 

Three months ending March 31: 

Richmond & Dan- 

MER a xitendtantenne 522,708 $475,615 I $47,093 3.9 

Month of March: 
eS eS a ee 

Net earnings.. Gace ice)! chip Reese ses 
Richmond & Dan- 

Ge sh tadeaetena 203,958 165,012 I 38,973 23.6 

Month of April: 

Bur., Cedar Rap. 

fee $184.68) $141.652 1. $43,028 30.3 
Central Pacific.... 1,874,000 1,356,716 I. 517,284 37.4 
Chi. & Alton...... 548,675 542,961 I. 5,741 1.1 
Chi. & Eastern Itl.. 135,764 83,689 I. 52,075 62.0 
Chi., Mil. & St. P.. 1,260,000 871,041 I. 388.959 44.6 
Chi. & Northwest. 1,454,361 1,294,573 I. 159,788 12.3 
Chi., St. P., Minn. 

: O., East. Div.. 189,106 130,916 I. 58,190 44.4 

st. P. & 8. C. 

ae 64,571 128,292 D. 63.721 49.8 
Cin. & Springfield. 79,815 72,696 I. 719 9.8 
Cleve., Col., Cin. 

i POPS) Be 347,098 297,713 I. 49,385 16.5 
Cleve., Mt. V. & : 

En ee 353 36,270 D. 917 2.5 
Denver & R.G.... 433,212 164,883 I. 268,329 162.6 
KE. Tenn., Va. & Ga 101,649 84,451 IL. 17,198 = 20.5 
Flint & Pere M.... 168,520 130,740 1. 37,780 =28.8 
Houston & Texas 

rear 267,082 247,809 I. 19,273 7.8 
Ill. Cent., Ill. lines. 481.08 412,030 F. 69,678 169 

lowa lines ...... 150,355 123,702 L. 26.653 21.5 
Ind., Dee. & Spring 41,220 31.9 7 I. 9,303 29.1 
int. & Gt. No...... 18:s,454 110.318 I. 73.166 66.5 
Lake Erie & West. 98.644 79,362 I. 19,282 24.4 
Louisv. & Nash... 8415,000 563.883 1. 282,117 50.0 
Meap. & Charles. 84,406 63,115 I. 21,291 33.6 
Mil... L. S. & West. 43.777 30,336 LL 13.431 44.55 
Mobile & (Ohio.... 162,027 140,091 I. 21,936 15.7 
N. Y. & New Eng. 212,869 179,639 I. 34,180 18.4 
Northern Pacific.. 214,755 186,075 I. 28,680 15.4 
Peo., Dec. & Ev... 51.977 29,145 f. 22.832 78.7 
St.1.,.4 &T. H., 

Main Line....... 137,886 108,4°%4 I. 29,452 7 

Belleville Line.. 56,890 47,028 1. 9.862 21.0 
St. L,lron Mt. & 

Te at 535,000 408,241 I. 126.759 31.1 
St. L. & San Fran. 265,298 174.502 I. 90,796 51.9 
St. P.. Minn. & 

Rp 425,685 333,614 L. 92,671 27.8 
Scioto Valley..... 26,407 20,453 1. 5.954 20.0 
Texas & Pacific... 280,347 174,177 _=“iST. 106,170 61.0 
Wabash, St. L. & 

| OO 1,023,482 1,028,791 D. 5,309 0.5 

Three weeks in April: 

Miun. & St. Louis. $56,589 $23,296 I. $33,293 142.9 

Week ending April 23: 

Grand Trunk...... $216,633 $182,546 1. $34,087 18.7 
_First week in May: 
Northern Pacific. . $56.135 $49,138 * I. $6,997 143 


Live Stock Rates. 


In consequence of irregularities, long 
dressed beef from 


practiced, in the 
rates on live stock and 


the West to the 


East (chiefly to New England), Commissioner Fink gave no- 
tice that, beginning last eetar, the rate would be based on 
a gross rate of 35 cents and a rfet rate of 25 cents from Chi- 
cago to New York. The regular rates are 60 and 50 cents, 
but the rates on most of the shipments to New England have 
long been those announced last Monday as general. The 
dressed-beef rate by agreement is 60 per cent. more than the 
live-stock rate, the shipper furnishing ice. Thus itis re- 
duced from 80 to 40 cents. The net rate is given to all ship- 
pers who ship by the route designated by the joint compa- 
nies’ agent or evener. 

Announcement is made that the reduction is because of 
irregularities practiced, and that the roads reserve the right 
to restore the old rates without notice. 


, East-bound Rates. 

The new rates as recommended by the Classification Com- 
mi'tee of the Joint Executive Committee went into effect 
last Monday, May 8, and are based on $1 per 100 Ibs, on 
first-class and 85 cents on second;class freight from Chicago 
to New York, instead of $1.20 and 90 cents, with the usual 
differences. The reduction has comparatively little effect 
on earnings, as these two classes form but about 1 per cent. 
of the east-bound traffic. 


Chicago and Milwaukee Receipts. 


Receipts of grain, flour and hogs at Chicago and Mil- 
waukee for the first week in May have been, for four years : 


Chicago: 1878. 1879. 1880. 1881. 
Grain, bush 2,462,025 2,237,566 2,782,250 1,372,531 
klour, bbis..... 61,029 59,916 56,943 65.949 
Hogs, No........ 73,642 94,358 141,592 109,989 

Milwaukee; 

Grain, bush..... 888,031 516,654 316.178 252.925 
Flour, bbls.... .. 57,820 38,748 41,039 45.128 
Hogs, No..... 2,065 3.244 5,099 5,744 


The Chicago grain receipts are thus but half as great this 
year asin the corresponding week last year, and there is but 
little gain in flour, instead of the increase of SO to 100 per 
cent. that has been common recently. Probably this has 
been duein part st least to the strike of switchmen, which 
made it impossible to handle much freight. 


California Railroad Commission. 

The California Railroad Commission has been at work on 
a new freight tariff covering the chief articles of traffic in 
that state, grain, wood, wool and cattle. The tariff has not 
yet been made public, as it is not quite complete. It1s under- 
stood that the Central and Southern Pacific consented toa 
reduction of about 20 per cent. in rates, and the Commission 
accepted the ccncession. 

The San Francisco & North Pacific Company has filed a 
protest against the rates established by the Commission. 

Pacific Through Freights 

Shipments of through freight eastward over the Central 
Pacific in March were: San Francisco, 8,159 tons; interior 
points, 2,307 tons; total, 10,466 tons. This would give an 
average of about 40 cars a day for each working day in the 
month. Leading items of freight were 4,552 tons barley 
(the only California grain which is sent by rail), 567 tons 
beans, 429 tons salmon and 400 tony wine. , 


Southern Railway & Steamship Association. 

The following resolution has been adopted by the Rate 
Comittee and is published by General Commissioner 
Powers : 

** Resolved, That articles intended for exhibition at the 
Atlanta Cotton Exposition may be taken at full rates going, 
and upon certificate of the Secretary of the Exposition that 
such articles were properly entered and exhibited, such 
articles may be returned free if re-shipped by original 
shipper to original shipping point, by the line that carrie 
the articles to Atlanta.” 


OLD AND NEW ROADS, 


Arlington & Pimlico.—This road is now completed. 
and will be opened for business May 17. It is about four 
miles long from the Western Maryland at Arlington, seven 
miles from Baltimore, to the Pimlico race-course. It will be 
worked as a branch of the Western Maryland. 


Atchison, Topeka & Santa Fe.—The track on this 
road is reported laid to Mesilla, N. M., 45 miles southward 
from the junction with the Deming line. This leaves about 
30 miles to be built to reach E) Paso. 

Arrangements have been made to take up the track of the 
branch of the controlled Kansas City, Lawrence & Southern 
Kansas road from Wellington, Kan., south to Hunnewell. 18 
miles. This branch was built to compete with other 
branches of this road, and is of no use now that the two 
roads are under the same management. 


Baltimore & Ohio.—A branch is to be built from the 
Pittsburgh Division near Connellsville, Pa., to the Morrell 
coke works in Fayette County, about five miles. The coke 
from these works will be carried to the Cambria Iron Works 
at Johnstown over the Somerset & Cambria Branch. Three 
considerable bridges will be required on the new branch, 
over the Youghiogheny River, tha Fayette County Branch 
and the Southwest Pennsylvania road. 

This company has submitted to the city of Baltimore a 
proposition in relation to the city loan of 1853, which is 
thus expiained by the Baltimore Gazette: ‘‘The compiny 
does not ask to be released from any of its debt, nor to have 
any of the security it gives the city impaired in any -way. 
All that it does ask is to bave the terms of the contract 
between it and the city so modified that it may cease from 
being compelled to lose from 15 to 20 per cent. upon every 
purchase of bonds it makes for the increment of the sinking 
fund, required under the ordinance of 1853. The case is 
simply this: In 1858 the city went to the company’s relief 
with a loan of $5,000,000, This loan was made payable in 
1890. To secure its liquidation at maturity—it had 37 
years to run—the road was co pay the city $300,000 a vear 
(6 per cent. on the whole loan) in in'erest, and the city was to 
hold $500,000 of the loan in ti ust, the intereston which, with 
its increments, was to be kept as asinking fund This 830,000 
a year and the interest on it were to be invested in city stocks, 
al, to be held for the payment of the loan. Thetund thus ac- 
cumulated now amounts to $2,330,000. The price of city 
stocks has gone up so rapidly of late years, however, 
that now, when the road has to buy them for the sink- 
ing fund, it suffers a loss on every purchase. To 
buy city 6s. of 1902 to-day the compary would be 
forced to pay $125for e ch $100 worth. ‘The annual ivterest 
on the $5v0,0.0 held in trust, which is $30,000, will only 
buy city stock of the par value of $24,000. The annual in- 
terest on the accumulated increment of the sinking fund, 
which is, say. $132,000 at present, would only pay for the 
par of $105,600 of city stocks. The loss on these two trans- 
actions in 1881, which the ordinance compels the compan 
to make, would bo 382,400. In equity the city is not justi- 
fied in compelling the company to make any such loss, since 
ihe security 1s not bette by it. In expediency, the city 
ought not to force a company, the fourth of the stock 
of which it owns, to incur any such The com- 


a 





loss. 
pany has already offered to + gg whole loan and the city 
nas declined to accept the tender. The company now asks 
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to have its further contributions to the sinking fund sus- 
pended, and that it be allowed to pay the difference between 


the interest on the $2,330;000 sinking fund already held in | the 





to a consolidation. The only difficulty is a difference of 
opinion as to what would be a fair basis. Mr. Devereux, of 
Cleveland, Columbus, Cincinnati & Indianapolis, 


a the city and the annual interest charge on $5,-| is said to want the stock of the two.roads to go in share for 


To secure the payment of this interest at 6 per 
cent. and the rest of the loan at maturity, the company will 
give an additional mortgage of $2,500,000 
no doubt of the sufficiency of the security. There can be no 
doubt of the equity, the expediency and the propriety of 
granting the favor asked by the company.” 


Bangor & Portland.—Work is progressing on the ex- 
tension of this road to Pen Argyl, Pa., and the company ex- 
pects to have it completed by August next. 

During April there was sbipped over this road from the 
quarries on the line, 7,070 squares roofing slate, 555 cases 
school slate and five cars undressed school slate. A consider- 
able increase of business is expected from the new extension. 


Bradford, Eldred & Cuba.—This company has filed 
articles of incorporation to build a narrow-gauge road from 
Cuba, N. Y., to the Bradford oil region. 


Brunswick & Albany.—It is reported that this rcad 
has been sold to the owners of the Alabama Great Southern 
rood, and that they will at once extend it from Albany, Ga., 
to Eufaula, Ala., and probably to York, where it will con- 
nect with the Great Southern. 


Central, of New Jersey.—Application bas been made 
for a commission to condemn lands fora spur about 1! 
m les long from the Newark Branch in Newark, N. J., to 
several large manufacturing establishments in the lower 
part of the city. 

The North American says: ‘‘ President Roberts, of the 
Pennsylvania, is reported as displaying an iron backbone, so 
to speak, in insisting on the requirement that the Philadel- 
phia & Erie shall not be used as part of a line competing 
with the Pennsylvania’s mainstem. Except by parties 
directly interested in persuading themselves to the cou- 
trary, it is very generally believed that there is a serious 
hitch in the arrangement proposed by Mr. Gould for bring- 
ing his Wabash and Jersey Central systems together by the 
use of the Philadelphia & Erie and the Allegheny Valley's 
Low-Grade Division. There are not wanting those who say 
that the agreement will never be signed. * * President 
Solon Humphreys, of the Wabash, is reported as saying 
that if the Pennsylvania refuses to accept his terms for the 
use of the Philadelphia & Erie, he will turn the Pittsburgh 
& Western, which he is credited with py hers a into a 


standard gauge, connect it with the uffalo, Pitts- 
burgh & Western’s New Castle & Franklin, by 
building over the gap of twelve miles between New 


Castle and Wurtemburg, and also over that between 
Stoneboro and Oil City. Thus he can get to Buffalo and 
also to Salamanca, * * It is worth noticing, however, amid 
all the theories advanced, that the Delaware, Lackawanna 
& Westeran’s Buffalo extension, and the New York, Chicago 
& St. Louis are the only lines in actual process of construc- 
tion, except the Titusville’s extensions, in the neighborhood 
of the through line. Itis not at all improbable that Mr. 
Gould is keeping alive all this talk of a contract with the 
Pennsylvania and the Reading and the Titusville merely to 
divert attention from his real work on the New York, 
Chicago & St. Louis, which is now under contract all the 
way from Chicago to Buffalo, and will connect at the latter 
point with the Lackawanna extension.” 


Central Vermont.—Under the decision of the Vermont 
Supreme Court in the Langdon case, application was 
recently made for the appointment of a master or masters to 
ascertain and report the total amount of the so-cailed trust 
debts of every description, and the disposition made of the 
proceeds of the trust securities. Counsel being unable to 
agree upon the persons to be appointed, the Chancellor, after 
hearing argument, reserved his decision. 


Charleston & Savannah.—This company advertises 
for bids for the superstructure of an iron railrod bridge over 
the Savannah River, near Savannah, Ga.; also for complet- 
ing the substructure now partly finished. The bridge will 
be about 1,000 ft. long, including a draw-span. 


Chicago, Pekin & Southwestern.—A supplemental 
bill has been filed in the United States Circuit Court in Chi- 
cago against this company by the Farmers’ Loan & Trust 
Company, trustee, to foreclose the first mortgage for $1,000,- 
000. Judge Drummond dismissed a similar bill some time 
ago, holding that the bondholders had consented to an ex- 
tension, which waived the default. Then a bill was filed to 
foreclose the second mortgage, and a decree entered, and 
the road advertised for sale on May 1. The day before the 

roposed sale an application was presented by certain stock- 

olders to postpone the sale and set aside the decree on the 
ground that the second-mortgage bonds were issued without 
authority or consideration. After a full bearing the peti- 
tion was dismissed, the Judge holding that sufficient 
evidence had not been produced to support the al- 
legations. In the meantime, however, the sale had been ad- 
journed for 30 days. The supplemental bill gives a history 
of the litigation, and alleges that default has been made in 
payments of the February interest, amounting to $35,000, 
due on the first mortgage. By the decree of sale under the 
second mortgage certain lieus and debts prior even to the 
first mortgage were to be paid first, and it is claimed the 
property is not worth enough to pay the first mortgage and 
these floating debts. The Court is therefore asked to retain 
the property in its hands, to be operated as heretofore by the 
Receiver, and to apply the income toward paying the debts, 
and that a decree of foreclosure of the first mortgage may be 
entered, and the road sold in the usual manner. An order 
was granted by Judge Drummond directing an answer to be 
made to this supplemental bill in 30 days. 

Chicago, St. Paul, Minneapolis & Omaha.—tThis 
company gives notice of its intention to issue new stock as 
follows: 30,400 shares common stock for new equipment 
and improvements on St. Paul & Sioux City Division; 
450 sbares preferred, and 675 shares common stock, for the 
purchase of the Menominee Railroad, 4!4 miles long; #300 
shares preferred, and 450 shares common stock, for the pur- 
chase of the Eau Claire Railroad, 3 miles; 1,600 shares pre- 
ferred, and 2,400 shares common stock, for the purchase of 
the Black River Railroad, 16 miles; 4,000 shares preferred, 
and 6,000 shares common stock, for the building of an ex- 
tension of 40 miles on the North Wisconsin Division; in all 
$635,000 preferred and $3,992,500 common stock. 

Cincinnati, Hamilton & Dayton and the Cleve- 
land, Columbus, Cincinnati & Indianapolis.—A re- 
cent dispatch from Cincinnati says: ‘* There is a prospect of 
an early consolidation of the Cleveland, Columbus, Cincinnati 
& Indianapolis and the Cincinnati, Hamilton & Dayton rail- 
roads. A year ago three prominent officers of the former 
road were taken into the directory of the latter, the two 
lines were put ona friendly basis and to some extent the busi- 
ness was cousolidated. Committees have since been appointed 
by the directories of both roads for conference as to the ad- 
vantages and basis of an entire consolidation of the business 
of the two lines, and these committees are now at work. 
They have bad two or three meetings and are now inspecting 
the lines, It is understood that both parties are favorable 


There can be | 





share. This the Cincinnati, Hamilton & Dayton people 
object to for the reason that their stock has been command- 
ing much the better figure. Those who are acquainted with 
the situation, however, expect to see an agreement reached 
and the entire business of the two lines brought under one 
management. Such an arrangement would cheapen the cost 
of operating the lines and would ultimately redound to the 
advantage of both.” 


Cincinnati, Sandusky & Cleveland.—The lease 
having been approved by both companies, this road_passed 
into possession of the Indiana, Bloomington & Western 
Company on May 2. It will hereafter be known as the Ohio 
Division of that road. 


Cincinnati Southern.—The stockholders of the Cin- 
cinnati Railway a, operating this road, have voted 
to increase the capital stock from $2,006,000 to $5,000,000. 


Conoquenessing WValley.—This company has filed 
articles of incorporation to build abranch of the Shenango 
& Allegheny road from a point near Harrisville, Pa., south 
by east to Butler, about 20 miles. 


Creve Coeur Lake.—This road is now completed from 
Laclede Station on the Missouri Pacific, seven miles from St. 
Louis, northward to Créve Coeur Lake, which is about 1! 
miles south of the Missouri River. It is 20 mileslong. The 
company has extensive ice-houses at the lake and the road is 
at present used only to haul ice, but preparations are being 
made for an extensive excursion business in summer. It 
will be worked by the Missouri Pacific. 


Denver & Rio Grande.—This company offers to its 
stockholders, until May 14, the option of taking stock and 
bonds in the Denver & Rio Grande Western Company, 
organized to build certain extensions to connect the road 
with the mining regions of Utah and other territories. The 
lines to be built will, it is estimated, cost about $6,000,000, 
and bonds are to be issued at the rate of $16,000 per mile. 
The bonds are to bear 6 per cent. interest, and $500 stock 
of the new company will be given as a bonus with each 
$1,000 bond taken at par. Stockholders have the option of 
taking one $1,000 bond for each 30 shares of Denver & Rio 
Grande stock owned by them. 


Evansville Belt.—This company has been organized to 
build a belt road around Evansville, Ind., connecting with 
all the roads entering that town. It will be about 10 miles 
long. 


Georgia.—At the annual convention in Augusta, May 
11, the stockholders voted to approve the action of the 
board in leasing the road. The directors were requested to 
declare dividends of 31¢ per cent. July 15 next, 2!, per 
cent. in October, and thereafter 2'¢ per cent. quarterly. 


Georgia Western.—The engineers have received orders 
to begin work at once on the repairs of the old grade which 
extends from Atlanta, Ga., westward about 50 miles. It is 
to be part of Gen. Gordon’s new line from Atlanta to 
Columbus, Miss., which is now being surveyed. 


Indiana, Bloomington & Western.—The lease of the 
Cincinnati, Sandusky & Cleveland having been duly ratified, 
this company has taken possession and will work the road as 
its Ohio Division. 

Work will soon be begun on the connecting line from In- 
dianapolis, Ind., east to Springfield, O. It is intended to 
push it as fast as possible. 


Indianapolis Belt.—This company has executed a mort- 
gage covering allits property and franchises to secure an 
issue of $1,000,000 bonds, to run 30 years at 6 per cent. in- 
terest. Of these, $500,000 are to be used to cancel the 
Indianapolis city bonds issued in aid of the road, and the 
balance for improvements of road, extensions of the stock- 
yards and similar works. 


tron.—lIt is announced that this short road has been sold 
to the Toledo, Delphos & Burlington Company. It is 14 
miles long, from the Ohio River at Ironton, and is used 
chiefly for carrying coal and iron ore. It will be made part 
of the Dayton & Southeastern road, which will reach it by 
an extension of 45 miles from Wellston to Centre station. 


Long Island.—The stockholders of this company have 
voted to guarantee an issue of $1,000,000 new bonds on the 
leased Brooklyn & Montauk road, whereof $750,000 are to 
be used to take up the present bonds, and $250,000 to huild 
an extension of 15 miles from Patchogue, N. Y., to Moriches 
on the Sag Harbor Branch of the Long Island road. 


Louisville, New Albany & Chicago.—This company 
has acquired possession of the Chicago & Indianapolis Air 
Line, formerly the Indianapolis, Delphi & Chicago road, 
and will consolidate that company with its own organiza- 
tion, The road purchased is completed from a point on the 
Joliet Division of the Michigan Central to Delphi, Ind., 76 
miles, connecting with the Louisville road at Bradford. An 
extension of six miles to the Chicago & Eastern Illinois is 
nearly finished, and some work has been done between 
Delphi and Indianapolis. When finished it will give this 
road a line to Chicago and a branch to Indianapolis. 


Memphis & Charleston.—The American Exchange 
says: ‘‘ This company intends to place $700,000 of debenture 
bonds with its stockholders for the purpose of improving its 
equipments and increasing its business capacity to meet the 
demand. This wil] permit the net earnings of the road, 
heretofore employed in making extraordinary improve- 
ments, to be used as a dividend to the holders of the stock.” 


Miiwaukee, Lake Shore & Western.—This company 
has filed with the Secretary of State of Wisconsin notice of 
intention to build branches from Antigo, Wis., to a point on 
the Wisconsin River in Lincoln County, and from Antigo to 
Florence in Marietta County; also to extend the Two Rivers 
Branch to Sturgeon Bay in Door County. 

This company gives notice that it will redeem all its equip- 
ment bonds on June 15 next. Holders are requested to 
oe them for payment, as interest will cease from that 
date. 


Minneapolis & St. Louis.—The organization of this 
company has been completed by the consolidation with it of 
all its leased and controlled lines, the Minneapolis & Duluth, 
the Minneapolis & Iowa Southern and the it. Dodge & Ft. 
Ridgley. The whole line worked is now under one organi- 
zation. 


Mobile & South Gulf.—This company has secured the 
right of way for arailroad from Mobile, Ala., to Cedar 
Point, on Mobile Bay, 30 miles below the city, where it is 
proposed to build wharves at which large vessels may load 
and unload directly to and from the cars, thus avoiding the 
expensive lighterage now necessary for all large vessels. 


New Bonds.—New issues of bonds are offered in the 
market as follows: 
Dayton & Michigan consolidated bonds are offered by the 





First National Bank of Cincinnati, to the amountof $1.846,- 
000, to take up bonds of like amount which will mature 
July 1 next. These bonds run 30 years, bear 5 per cent. in- 
terest.and are guaranteed by the Cincinnati, Hamilton & 
Dayton Company, which leases the road. Bids will be re- 
ceived until May 14 at not less than par and interest; the 7 
per cent. bonds maturing July 1 will be received at 1004 
and interest in settlement for new bonds. 

Michigan Central new 5 per cent. 50-year bonds, secured 
on the lately acquired Detroit & Bay City road, are offered 
by Drexel, Pn & Co., New York. ‘The amount of the 
loan is $4,000,000 and the bonds are offered at 1024¢ and 
interest. 

Houston & Texas Central new consolidated 40-year 6 
per cent. general mortgage bonds are off-red at 10214 and 
interest by John J. Cisco & Son, New York. The total 
amount of the loan is $18,500,000, whereof $16,823,000 are 
reserved to meet prior liens, leaving $1,677,000 to be sold to 
pay for improvements and floting debt. 

Pittsburgh, Bradford & Buffalo 6 per cent. 30-year 
bonds are offered through the National Bank of the Repub- 
lic, New York, to the amount of $800,000. The company 
is a consolidation of several small Pennsylvania companies, 
and has 43 miles of narrow-gauge road completed and 55 
miles more under construction. 

St. Louis, Iron Mountain d& Southern consolidated 5 per 
cent. 50-year bonds are offered by the company. Bids for 
$500,000 of these bonds will be received at the office in New 
York until May 14. 


New Orleans Pacific.—The Shreveport (La.) Standard 
of May 6 says: ‘“‘ We learn from Major B. H. Greene, Chief 
Engineer of the New Orleans Pacitic Railway, that he has 
received instructions from the New York office to at once 
place a party in the field to run a line from Alexandria, on 
Red River, to Little Rock, Ark. The instructions will be at 
once carried out, and Capt. A. W. Gloster, Division Engi- 
neer, will leave to-day in charge of a party to inaugurate 
the work. Captain Gloster, being an expert in this lime of 
the profession, will insure a rapid and satisfactory execution 
of the work. This, in conjunction with the New Orleans 
Pacific, will make a competitive line between New Orleans 
and St. Louis with the lines now in existence east of the 
Mississippi River. It is thought the line will pass through 
Monroe, and from thence to or near Pine Bluff, Ark., and on 
to Little Rock, connecting there with the Iron Mountain 
road.” 


New York City & Northern.—Passenger trains began 
to run regularly over tais road May 1, in connection with 
the trains of the Metropolitan Ejevated road. But few 
trains will be run at present, as there is still some work to 
do in ballasting the road. 

Surveys have been made for a spur from the line to the 
village of Tarrytown. The branch will be built if parties 
interested will subscribe a sufficient amount. 


New . York, Housatonic & Northern.—The parties 
who bought this road at foreclosure saie have -sold the prop- 
erty to the Housatonic Railroad Company. The only com- 
pleted section is from Brookfield, Conn., to Danbury, 5\, 
miles, and has always been worked by the Housatonic Com- 
pany. 


Northern Pacific.—The Secretary of the Interior has 
decided that this company has the right secured to it by 
charter tosurvey a’.d build its road across the Crow Indian 
reservation on the Yellowstone River, in Eastern Montana, 
and the Indian Agent at the Crow Agency has been in- 
structed to permit the engineers of the company to proceed 
with their surveys. 

Notice is given that the general first-mortgage railroad 
and land-grant bonds are now ready for delivery by the 
Central Trust Company in New York, upon surrender of the 
temporary receipts properly endorsed. The bonds are of 
the denomination of $1,000 coupon or $5,000 registered. 

The Puyallup Branch of this road has recently been ex- 
tended from the former terminus at Wilkeson, Wash. Ter., 
to Carbonado, three miles. It reaches some new coal mines. 


North River.- -Articles of incorporation have been filed 
for this company, formed by the consolidation of the North 
River and the Jersey City & Albany companies. It is con- 
trolled by the New York, Ontario & Western Company. 


Oregon & California.—At the bondholders’ meeting 
in Frankfort, May 5, President Villard’s plan for a reorgan- 
ization of the road was adopted by a vote of 5,828 to 19, 
Messrs. Villard, Bretherton, and R. D. Peebles were appoint- 
ed trustees. Messrs. Villard, Endicott, R. B. Pullman, Hor- 
ace White, W. H. Starbuck, Bretherton, and T. F. Oakes 
were appointed directors, with power to nominate four 
others. The next general meeting will be held in October. 


Panama.—Several conferences have recently been held 
in relation toa sale of the controlling interest in this com- 
pany to parties representing M. de Lesseps and the Panama 
Canal Company. No agreement has yet been reached. 


Pennsylvania.—Notice is given that stockholders will 
have the privilege of subscribing at par to the stock of the 
company in the proportion of 124g per cent. of the number 
of shares registered in their names April 30, 1881, and those 
entitled to a fraction of a share can subscribe for a full share. 
All subscriptions must be made and paid for in full prior to 
June 15, 1881, and no subscriptions will be received after 
that date. The privilege of taking new stock may be sold 
by any stockholder, and blank forms of allotment will be 
furnished upon application at the Treasurer’s office in Phila- 
delpbia. 

Philadelphia & Reading.—Proceedings in the Court 
of Common Plas to enjoin Mr. Gowen from actiug as Presi- 
dent have been suspended until the Supreme Court takes ac- 
tion on the appeal from the decision of the Common Pleas 
declaring Mr. Bond President. 

A motion has been made in the Supreme Court to 
the appeal. 
ing. 

Pittsburgh Southern.—The Pittsburgh & West Vir- 
ginia Company, lately organized in West Virginia, has been 
consolidated with this company. Arrangements are now 
being made to begin work on the extension of the road 
southward into West Virginia. : 


§ uash 
The Court has set Friday, May 13, for a hear- 


Providence & Springfield.—This company is negotia- 
ting with the manufacturers of Woonsocket, R. I., for the 
building of a branch from Primrose on its road north to 
Woonsocket, about six miles. 


nichmond & Allegheny.—On the western end of this 
road trains are now running to North River, Va., 55 miles 
eastward from Williamson and 16 miles beyond the last 

int noted. The gap between the two ends of the track at 
North River and New Market is now 69 miles. 


‘St. John & Maine.—Surveys have been made for the 
proposed connection between this road and the Intercolonial 
at St. John, N. B. This road now ends at Carleton on the 
west side of the St. John River, and the only connevtion is 
by ferry. The line proposed is 1.6 miles long, and crosses 
the river at the falls, near the suspension bridge, which is 
used for highway travel. At this point the banks are high 
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and rocky, well suited for foundations, and it is to 
build a bridge 80 ft. above high water, with a single 
span of 485 ft. The plan advocated by the Engineer is a 
steel arch-truss. The chief cost of the connection will be for 
the bridge and for land damages. 


St. Louis. Iron Mountain & Southern.—The fol- 
lowing circular has been issued to stockholders of this com- 
pany: 

‘*The holders of a majority in interest of the capital stock 
of the St. Louis, Iron Mountain & Southern Railway Com- 
pany having agreed with the Missouri Pacific Railway Com 
pany to sell their shares, receiving pay therefor in full-paid 
stock of the Missouri Pacific Railway Company at the rate of 
three shares of the Missouri Pacific for four shares of the 
Iron Mountain; and the Missouri Pacific Railway Company 
having agreed to make the purchase of the [ron Mountain 
shares on the said terms. 

‘© Now, notice is hereby given to the holders of the capital 
stock of the St. Louis, Iron Mountain & Southern Railway 
Company that the certificates for the shares of stock in said 
company can be presented at the office of the Missouri Pacific 
Company, and the holders thereof will thereupon be entitled, 
conformably to the agreement aforesaid, to receive therefor 
full-paid stock of the Missouri Pacific Railway nn ag at 
the rate of three shares of the Missouri Pacific Railway Com- 
pany for four shares of the St. Louis, Iron Mountain & 
Southern Railway Company, up to and including the 15th 
day of May, 1881.” 


St. Louis & San Francisco.—Contracts have been let 
for the grading of the Arkansas Branch from Fayetteville, 
Ark., to Ft. Smith. 

The company has decided to build a branch about eight 
miles long from Joplin, Mo., to Galena, Kan., to serve local 
mining interests. 

The contract for cutting the tunnel (1,550 ft. long) in the 
Boston Mountains, on the Arkansas Division, has been let to 
Keegan & Scully, of St. Louis, work to be finished by Jan. 
1, 1882. 


St. Paul. Minneapolis & Manitoba.—The St. Paul 
Pioneer-Press says: ‘‘ General Manager Hill has a party of 
surveyors at Kindred, running a line west between the 
Northern Pacific and the Fargo Southwestern Branch. 
Messrs. Langdon & Co. have a contract to build 75 miles 
of this road west from Kindred, also 75 miles north 
from Casselton to intersect the Grand Forks Branch near 
Devil's Lake. Langdon & Co. also have a contract to build 
75 miles north from Grand Forks, extending the Fargo line of 
the company, which is to be pushed to Winnipeg and become 
the main line. Constructing Engineer Delano will have 400 
men at work on the Fargo Southwestern Branch tbis week. 

Notice is given by the trustees that a number of the first- 
mortgage 7 per cent. land grant bonds have been drawn for 
redemption by the sinking fund. The drawn bonds are as 
follows, amounting to $238, 100 in all. 

Bonds of 8100 each, 71 in number, as follows: Nos. 
60, 114, 204, 225, 227, 248, 264, 318, 329, 414, 425, 
142, 468, 470, 501, 524, 532, 623, 745, 746, 747, 757, 806, 
859, 877, 907, 924, 928, 959, 967, 969, 981, 997, 1012, 
1016, 1033, 1079, 1095, 1115, 1117, 1136, 1149, 1182, 1189, 
1210, 1248, 1364, 1377, 1382, 1441, 1513, 1562, 1579, 1585, 
1595, 1596, 1669, 1685, 1692, 1712, 1730, 1765, 1769, 1777, 
1837, 1853, 1913, 2006, 2079, 2156 and 2186, 

Bonds of $500 each, 12 in number, as follows: Nos. 
76, 115, 123, 132, 256, 297, 827, 831, 838, 395 and 399. 

Bonds of $1,000 each, 225 in number, as foilows : Nos. 18, 
28, 29, 74, 140, 157, 158, 187, 195, 319, 343, 363, 423, 496, 
521, 528, 526, 588, 542, 550, 552, 562, 603, 624, 647, 654, 
678, 782. 786, 826, 841, 889, 922, 965, 969, 1032, 1049, 
1135, 1194, 1243, 1318, 1341, 1344, 1359, 1405, 1413, 1437, 
1440, 1445, 1456, 1466, 1474, 1569, 1670, 1671, 1751, 1804, 
1816, 1841, 1882, 1884, 2044, 2102, 2104, 2125, 2145, 2149, 

2261, 2322, 2359, 2360, 2883, 2398, 2407, #437, 2467, 
, 2498, 2507, 2511, 2522, 2525, 2540, 2546, 2560, 2584, 
, 2627, 2644, 2668, 2686, 2691, 2720, 2758, 2759, 2824; 
2, 2867, 2914, 2927, 2973, 8039, 3045, 3134, 3155, 3176, 
| BP18, 3240, 8255, 8259, 3829, 3424, 3477, 3501, 3506, 
, 3599, 8600, 3601, 3659, 3676, 3734, 3745, 3772, 3790, 
}, BS49, 83977, 4006, 4014, 4091, 4154, 4201, 4205, 4237, 
5, 4280, 4407, 4496, 4526, 4540, 1566, 4602, 4633, 4678, 
2, 4777, 4879, 4887, 4906, 4907, 4975, 4976, 4987, 5019, 
5035, 5151, 5172, 5180, 5225, 5857, 5404, 5419,5477, 5491, 
5581, 5552, 5576, 5578, 5627, 5631, 5634, 5692, 5694, 5717, 
5841, 5912, 5988, 6033, 6062, 6101, 6107, 6109, 6134, 6202, 
6205, 6224, 6227, 6263, 6270, 6313, 6347, 6384, 6420, 6436, 
6479, 6493, 6529, 6574, 6581, 6605, 6617, 6650, 6747, 6735, 
6849, 6885, 6921, 6093, 7032, 7035, 7128, 7171, 7177, 7178, 
7237, 7291, 7377, 7378, 7398, 7544, 7556 and 7563. 

These drawn bonds will be paid on_ presentation at the 
office of J. S. Kennedy & Co., No. 63 William street, New 
York, and interest on all of them will cease from July 1 
next. 


i, 


Santa Cruz.—This short narrow-gauge road has been 
sold to the owners of the Central Pacific. It extends from 
the town of Santa Cruz, Cal., to Watsonville on the South- 
ern Pacific, 21', miles. It will be changed to standard 
gauge and worked as a branch of the Southern Pacific. 


Savannah, Florida & Western.—The following gen- 
eral order was issued by the General Manager April 16: 

“TI. The East Florida Railway Company, having leased 
the line of the Waycross & Florida Railroad Company be- 
tween Waycross and the St. Mary’s River, has made an 
arrangement with the Savannah, Florida & Western Rail- 
way Company, by which the latter will operate the entire 
line between Waycross and Jacksonville. 

“TI. All officers and employés of the East Florida Rail- 
way Company and of the Waycross & Florida Railway 
Company, will report to the proper heads of departments of 
this company on and after the Ist of May, prox. 

“TIT. Until otherwise ordered trains will run from the 

junction into Jacksonville over the line of the Florida Cen 
tral Railroad Company, and train employés will observe 
all rules and regulations of that Company while on that 
road. 
“TV. The Florida Central Railroad Company will receive 
and deliver freight, baggage and mails, sell passage tickets 
and otherwise attend to the businessjof the transportation, 
freight and passage departments of the Savannah, Florida 
& Western Railway Compecer in Jacksonville. 

‘““V, For convenience of operation, the line between Way- 
cross and Jacksonville will be known as the Jacksonville 
Division, and the line between DuPont and Live Oak as the 
Live Uak Division.” : 


Scioto Valley.—This week regular passenger trains be- 
gan to run on the extension of this road from Portsmouth, 
O., up the Ohio to Ironton, 28 miles. Freight trains have 
been running for several weeks. From Ironton connection 
is made with the Chesapeake & Ohio at Ashland, some five 
miles higher up the river and on the Kentucky side, by a 
transfer boat. 


Spartanburg, Union & Columbia.—A lease of this 


road to the Richmond & Danville Company has been con- | th 


cluded ata fixed rental of $50,000 a year, which will be 
sufficient to pay interest on the debt, The road is a branch 





of the Columbia & Greenville, extending from that road at 
Alston, S. C., to Spartanburg, 69 miles. 


Springfield, Efingham & Southeastern.—It is re- 
ported that this road has beea sold to a party of Eastern 
capitalists. It is of 3 ft. ga and 91 miles long, from Ef- 
fingham, I11., to Switz City, Ind. It is proposed to make it 
part of a line from Cincinnati to Quincy. 


Texas & Pacific.—The general office of this company 
will be removed on uy 14 from No. 275 South Fourt 
street, Philadelphia, to No. 197 Broadway, New York. 


Texas Western.—The purchasers of this road at the re- 
cent foreclosure sale have organized a company by the same 
name. They intend to begin work at once on an extension 
to Presidio del Norte, about 650 miles from Houston. 


The Labor Market.—Saturday of last week the Grand 
Trunk trainmen living at Battle Creek, Mich., held a meeting 
and appointed a committee to obtain signatures to a memor- 
ial asking the managers of the road for an advance in 


wages. 

The same day the Hannibal & St. Joseph trackmen at St. 
Joseph struck for an advance from $1.25 to $1.50 per day. 

The strike of the yard-men and freight-house laborers in 
Chicago still continues, and the roads are seriously embar- 
ra thereby, being unable to load cars and make up 
freight trains. A few men are at work in the yards, but the 
force is insignificant as compared with the work. Latest 
advices say that there is a prospect of a compromise. 

The brakemen of the Chicago & Northwestern held a 
meeting in Chicago Sunday, and resolved to ask for an in- 
crease in wages. 


Toledo, Delphos & Burlington.—This company has 
bought the Iron Rail road, as noted elsewhere. 


Work is being pushed on the extension of the main line 


from Kokomo, Ind., west. The Frankfort & Kokomo road, 
lately purchased, is to be changed svon from standard to 
3 ft. gauge. 

The connection between the main line and the Dayton 
Division has been completed by laying track from Celina, 
O., southward to Versailles, 24 miles. This division is now 
95 miles long, from Delphos, O., to Dayton. 





ANNUAL REPORTS. 
The following is an index to the reports of companies 


which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Boston, Hoosac Tun. & West.. 12 Little Rock & Fort Smith. .... 234 
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Bur., Cedar Rapids & No ..105, 120 Louisville, New Albany & Chi. 104 
Cairo & St. Louis.......... . 228 Maine Central......... os ase EE 
Canadian Railroa 239 Marietta & Cincinnati...... 133 









ds ... ee 
Cape Fear & Yadkin Valley.... 228 Midland, of New Jersey.. 


Central TOWS........cccccccccoes 164 Missouri Pacific................. 92 
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Charlotte, Col. & Augusta..... 228 N. Y., N. H. artford........ 1 

Chicago & Alton..... ...... 13% N. Y., Pennsylvania & O..176, 181 
Chi., Burlington & Quincy N.Y.State R’roads.28, 44,60, 106, 152 
Chicago, Mil. & St. Paul... Northeastern (S. C.).............. 27 





Cincinnati Southern 9 Northern Cent 


ral.... 
Ohio & Mississippi... 































Cleve. CoL, Cin. & Ind... 182 
Consoiidation Coal Co .. ...... re 207 
Dayton & Union .........00.++++ Pennsylvania & New York..... 4d 
ON REF . Pennsylvania Railroad....... 133 
Del. & Hudson Leased Lines.... 44 Pensacola & Perdido..... ++ 234 
Delaware & Hudson Canal. Phila., Wil. & Baltimore.. a 
Del., Lack. & Western...... Pitts. & Castle Shannon.. - 120 
Delaware Western........ -. 7% Pitts. & Lake Erie........... 28 
Denver & Rio Grande.......... 151 Pitts., Titusville & Buffalo 27 
Eureka & Palisade...........- 152 Port ~ = & Augusta.. 95 
Fitchburg............. -. 12 Prince Edward Isiand.......... 92 
Gal. Har. & San Antonio 195 Richmond & Danville...... ... 
Grand Trunk..........--+26+ 234 Rome, W’town, & Ogdensburg. 
Great Western, of Canada. 235 St. Johns, & Lake Champlain. 233 
Gulf, Col. & Santa Fe.... .. 151 St. Louis, Iron Mt. & Southern. 120 
Hannibal & St. Joseph......... 168 St. Louts & San Francisco...... 12 
llinois Central.... .......... 6,19) Sandy River .......cccccsssocese 176 
ndiana, Bloom, & West....... 76 South Carolina........... ...... 195 
ntercolonial.... sien wo iv ton ... + ebssun 
Jeff., Madison & Indian Union Pacific. ... 152, 164 
Kentucky Central.. Utah Southern.... - 195 





Knox & Lincoln... 
Lake Shore & Mich So.. 2 
Lehigh Coal & Nav. Co.......... 105 
Lehigh Valley..........--+e-ee00 


Utica & Black River. 
Wabash, St. L. & Pac. 


--+. 106 
7, 164, 17¢ 
Worcester & Nashua............. 7 


Pittsburgh, Cincinnati & St. Louis. 


For the year 1880 this company worked the following 
lines, without change from the previous year: 


P., C.& St. L.. Main Line. Pittsburgh to Columbus ....... 192.8 
ee eens ; 8.1 
ead ae aoe ao 200.9 
oo eae eee 22.8 
Pitts., Wheeling & Kentucky ...............0e0.scc cee seeeee 24.0 
Cincinnati & Muskingum Valley......................2.006. 148.4 
FE OS ES ry eer ee rere 195.9 
Columbus, Chicago & Indiana Central......... 580.5 
WE cas cnnenvcavenakd ipeb kesh aeienass, cogbibepiceeened 1172.5 


The road owned is the main line from Pittsburgh to New- 
ark, O., 159.8 miles, the Cadiz Branch, and one-half inter- 
est in the 33 miles from Newark to Columbus, the other half 
being held by the Baltimore & Ohio as lessee of the Central 
Ohio. 

These lines are the southern group or system of the Penn- 
sylvania lines west of Pittsburgb. 

The equipment is as follows: 


P.,C.& C.& Little ©. C.& 

St.L. M.V. Mi. i. ©. 

I i sinnin 84 4000. cmkabe abies 112 14 47 163 

EO re Te 42 12 35 63 

Baggage. mail, etc................ 32 4q 16 31 

ee ares 363 690 1,699 
BD GEews bones pacdincdanecns 7 2 


The Chartiers and the Pittsburgh, Wheeling & Kentucky 
roads have no separate equipment. More freight cars are 
needed on all the leased lines. 

The general account is as follows, condensed : 


EK, SE corte Dhisckens ébaccs’ b\ Sime ae $2,508,000 .00 
= EE are ne ee 2,929,200 .00 
second-preferred................ cece ceee eee 3,000,000 .00 

Total stock ($45,755 per mile).................. $8,437.200.00 
Bonds, first-mortgage coupon......... $3,717,000 

5 sf (i registered. ...... 2,967,000 
S‘eubenville & Indiana firsts... 3,000,000 
Columbus & Newark Div....... 313,000 
Second-montgage............... 2,500, 

Total bonds ($67,771 per mile)................. 12,497,000 .00 
ee rr rrr ee . 1,351,979 .89 
Current liabilities, accounts, etc.................. 835,913.33 
BI, NII 6 kiaikvnebee. a iadbid dscescenenadan 97,050 .85 

i EE ANSE AD te TO EN $23,219.144.07 
Road and equipment ($108,147 per 

CR > ee $19,942,204.81 
Deferred assets .................:.- 690,498 . 

Betterments to leased lines........ 706,241.11 
Securities owned ...........0 ...... 341,398.75 


Current assets, cash, ete.......... 1,538,710 51 








$23,219,144.07 
The deferred liabilities and assets are chiefly accounts with 
e leased lines for supplies received, etc. 

During the year $550 first-preferred and $16,950 com- 
mon stock were issued in exchenge for old Steubenville & 


228 | the second-mortga: 


| ments. 








Indiana stock. The first-mortgage 
creased by $266,000, of which $123, were issued in ex 
change for coupon bonds and $148,000 for Columbus & 
Newark Division bonds; no change was made in the total 
amount of funded debt. 

The earnings of the Pittsburgh, Cincinnati & St. Louis 
proper, 200.9 miles, weie us follows: 


red bonds were in 











1880. 1879. Increase. ° 
Freight . .$3,217,077.96 $2,643,713.92 $57: "364.04 oi 
Passengers..... »419.17 760,841.09 103,578.08 13.6 
bsweceee 70,410.13 923 .82 9,486.31 156 

eae 143,440.67 127,720.70 15.719.97 12.3 
Rents, etc.... . 28,058.97 9,924.23 18,134.74 183 0 

Total......... $4,323,406.90 $3,603,123.76 $720.283. 2 
Expenses... .. 2,290,725.40 ~ 2.003,561.01 "Ter 16a De in 3 

Net earnings .$2,032,681.50 $1,599,562.75 $433.118.75 27.1 
Gross earn, per 

a 21,520.19 17,935.91 3,585.28 20.0 
Net earn. pe , 

ar 10,117.88 7,961.98 2,155.90 27.1 
Per cent. o 7 

EE 52.98 * oe sae 

The earnings of this, the main trunk over which nearly all 
the through business of the whole system passes, are now 
very large. The expenses have increased less in proportion 
than the earnings, chiefly because rates were generally 
better last year thar in 1879. 


The income account, condensed, is as follows: 


- $2.032,681.50 
16,043.21 





Rent of Monongahela Extension.... 
Interests paid on car trusts 


1,054,923 98 


Balance............. "$993,798.73 


Net earnings leased lines. 
Rentals paid cabdseees 





++. +-B1,374,118.77 
--.+. 1,622,051.04 


247,932.27 
$745,866.46 
3,195.00 


$749,061.46 


Surplus of all lines for the year............ . . 
Received from G. B. Roberts, trustee 


eee 22. -eebemneuninnienn 
Expenses on C., C. & I. C. prior to 1875.$12,873.04 
Ola claims accrued in previous years... 76,632.58 
Six back coupons on second-mortgage 
MR abs 29s0000ssShidhn sevecreevenese 525,000.00 
Debit balance of profit and loss. Dec. 
31, 1879 


37,504.99 
enna 652,010.61 


$97,050.85 
unpaid o 
: e bonds (which are held by the ante 
vania Company); these, it is expected, will be paid from the 
a And the oe year. 

n this main line 840 tons of steel rails, 623 tons iron rails 
and $5,790 new ties were laid. The yard at aste 
been rearranged and other improvements made. 

_Work has been begun on Gould’s Tunnel, near Steuben- 
ville, O., and it is to be completed next year. It is 3.300 
feet long, and will shorten the main line 2.17 miles. , 

The reports for the leased lines are as follows: 


CHARTIERS. 
Tbe statement for the 22.8 miles of this road is as follows: 


Credit balance, Dec. 31, 1880 .............. . 
There are still three coupons, $262,500 in all, 


3 1880. 1879. Incre : 
Gross earnings........$93,73°.54 $84,600.51 $%.0T303 10°F 
Expenses... . ........ 55,841.36 54,064.01 1,777.35 3.3 


$7.205.68 23.8 
314.70 5.4 





$37,892.18 
6,161.95 


_ Net earpings $30,596.50 
Hire of equipment. 5,847.25 


5,847 








36,980.98 28.2 
314.94 10.7 


$31,730.23 
4111.12 


DO.57 


Net balance . 
Gross earn. per mile. . 
Per cent. of expenses. 





The net balance was paid the company as rental 
this road there was a large increase in passengers and in 
coal. Some improvements were made in buildings and 
bridges. in ballasting and new sidings. ’ 


On 


PITTSBURGH, WHEELING & KENTUCKY. 
The 24 miles of this road make the following exhibit: 


; 188). 1879. Ine. or Dee . 

Gross earnings.......$01,543.85 $77,598.62 1. $1294553 183 

Expenses.............. 57,917.94 44.240.05 I. 13.607.89 30:9 
Net earnings. ......$33,625.91 $33,348.57 I. S077: 

Hire of equipment... 8.063.14 7.00862 7. Arie int 
Net balance........ $35,562.77 $26,339.95 D. $777.18 2 
Gross earn. per mile. 3814.75 "3233.98 1. "sa, 38 428 
Per cent. of exps..... 63.27 57.02 I. 6.25 : 


There was an increase in passenger business, but a de- 
crease in freight, on account of partial suspensions at the 
Wheeling irou works. Some improvements were made in 
buildings, bridgesand ballast. The net balance was passed 
to the credit of the lessor campany. 


CINCINNATI & MUSKINGUM VALLEY, 
For this road, 148.4 miles, the report is as follows: 


1880. 1881. ° . 
Gross earn- Inc. or Dec. P.. 








ings... .... $364,703.54 $874,666.12 _p. 27 
Expenses .... $19,881.67 264.5239 209 
Net earn. $44,821.87  $110.142.17 ‘iD. 865.320_30 


Interest paid. 105,000.00 105,000.00 59.3 


Ralance—Der. $60, 178. 13 


Sur.$5,142.17 


ee eee ee Ne 
per mile... 2,457.57 2,524.70 D. 713 2.7 
P. c. of exps. 87.71 70.60 I. WT ht * 


The deficit is an advance which is a charge against fu 
earnings. The loss was in coal and gram traftic, other | 
ness increasing. Renewals included 917 

27,279 new ties, 10.3 miles ballast and 11.8 
There were also two new bridges and other 


ture 
yusi- 
tons iron rails, 
miles new fence. 
minor improve- 


LITTLE MIAMI. 
For this road, 195.9 miles, the report gives the following 





figures: 

1880. 1879, Inc. or De 
Earnings ...... $1,434,506.27 $1.332.405.81 1. $102.01046 | 7% 
Expenses ..... 1,015,357.97 891,706.30 I. 12365167 13'9 
Net earnings $419,148.30 $440,780.51 D. $2164121 ao 
pet carnings $440 1 D. $21,641.21 49 
terest,etc... 126,594.74 113,811.22 1. 12,788.52 11.9 
Total....... $545,743.04 $554,600.73 D. $RRD 
Rental......... 706,255.42 737,078.50 D. Sens as 
Loss on lease $160,512.38 $182,477.77 D. S2l00aao L 
onsmenra por 77 D. $21,965.39 12.0 
RR 7,822.65 6,801.92 I. 520.73 7.7 
aS at th 7 > 1.92 I 520.73 7.7 
| ee 70.78 66:92 1, 3.86 ..., 


There was expended on betterments of road $46,892.24, 
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all for new depots in Cincinnati. Passenger business im- 
proved on this line, but local freight decreased. There were 
2,000 tons steel rails and 33,000 ties laid; 102.2 miles of the 
road have now steel track. Besides the new stations in Cin- 
cinnati other improvements were made on the line. One 
new engine was built. 


COLUMBUS, CHICAGO & INDIANA CENTRAL. 
The earmmngs, ete., of the 580.5 miles of this road were: 








1880. 1879. Inc. or Dee P.c. 
Earnings.... .. $4,795,771.36 $°3,911.261.28 I. $884,510.08 22.6 
Expenses...... 4,669,510.50 3,154,960.45 1. 914,550.05 29.0 
Net earnings $726,260.86 $756,300.83 D. $30,039.97 4.0 
To credit of 
trustees and 
receivers..... 726,260.86 756,300.83 D. 30,039.97 4.0 
Gross earn. per 
ee ea 8,261.45 6,737.75 1. 1,523.70 22.6 
Per ct. of exps 84.86 80.66 I. 4.20 


The business of this road was better, but expenses were in- 












Indiana Central Company, although several efforts were 
made to effect a compromise thereof. Recent changes in the 
ownership of the securities of that company have occurred, 
under which their control has passed largely into the hands 
of a few parties, who have evinced a desire to reach an ami- 
cable settlement of the matters in dispute. It is hoped that 
this may be consummated in such a manner that your inter- 
ests will be properly protected. * % * 

‘* The thanks of the board are due and are hereby ten- 
dered to the officers and employés of the company for the 
fidelity and ability with which they have discharged the du- 
ties entrusted to them during the past year.” 





Michigan Central. 





The report for the year L880 was submitted at the annual 
meeting io Detroit, May 5. 

There was no change in the mileage of road worked during 
the year, which was 803.72 miles, as follows: 









Miles. 
creased by large renewals and increased cost of labor and | Main line, Detroit to Chicago (including 14 miles, used 
materials. There were 8,202 tons steel raiis, 8,920 tons iron RA A Se OOO ee a 

ile in 5 tac ; ; Al UEEBD occ eects She cece esses srs ener sees FObse secreseceese se >. 0 
a pve oy ie er9 used. Several te an — ee SON DI os. voce cecetctecccccctesncensane 45.00 
ending Htigation the nev earnings are paid into Vuurt 10! | Grand River Valley Division .................006 cesceeeeeee 84.00 
account of the trustees and receivers. | Jackson. Lansing & Saginaw Division s0eeenee 5 entee 
: | Kalamazoo & South Haven Division.................... 40.00 
ST. LOUIS, VANDALIA & TERRE HAUTE. De i ee Se I Sn ck kincewnsicces Bevweccedceisscoedes 11.12 
This road, in which this company owns one-half share, is | OS Retectysee iret ae ae SR Ce en 803.72 
not worked directly, but is leased to the Terre Haute & Indi-| ; 5 
anapolis Company. The result from its 158.4 miles was as| ‘The mileage of track at the end of the last two years 
follows: | was: 
1880. 879. Increase” P.c. | 1879. 
Earnings.......... $1,560,.873.21 $1,317,286 59 $243,586.62 18.5| Miles of road.................. ; 80°3.72 
Expenses......... 1,147,094.79 954,389.53 192,705.26 20.2 | Miles of second track................... 77.83 
NS man mene | PENCE OE GIGINGS ocecccccccoses seccsccees 230.96 
Net earnings... $413,778.42 $362,897.06 $50,881.36 14.0} nauiepateis 
pn) | ee 468. 261.96 395,185.97 73,075.99 18.5 | Total miles of track....... .:..... 1,112.51 
OME cs ein $54,483.54 ~~ $32,288.91 $22, 194.63 68. This is an increase of 18.43 miles of track, 7.67 miles of 
Gross earn. per | which were secured track and 10.76 miles new sidings. The 
mile.... .... 9,854.00 8,316.20 1,537.80 15.5 | 14 miles from Chicago to Kensington, which forms part of 
Per cent. of exps. 73.49 72.45 1.04 


The rental is 30 per cent. of gross earnings. One-half of 
the loss, being $27,241.77, is charged to the Pittsburgh, Cin- 
cinnati & St. Louis Company, as shown by the income ac- 
count above. On this road trains ran 1,359,607 miles. 
carrying 285,954 passengers 18,038,405 miles and 1,011,079 
tons of freight 97,544.525 miles; an increase of 34.63 per 
cent. in passenger mileage and of 5.97 per cent. in tonnage 
mileage. 


TRAFFIC OF ALL THE LINES. 
The traffic on all the lines worked directly by this company 
was as follows: 


1880. 1879. 








Passengers carried: Inc.or Dec. P.c. 
P:, CO. @& &. L....... 902,454 778,461 123,993 15.9 
Chartiers........... 150,030 130,743 I. 19,287 14.8 
P., Wh. & Ky.... .. 93,562 I. 30,439 48.2 
Cin. & Mus. Valley . 210,793 iW 21,157 11.2 
Little Miami........ 888,791 I. 53,250 =6.4 

AG yl es See 814,980 Ss 119,428 17.2 
Total . ; 3,060,610 2,693,056 1. 367,554 13.7 


Passenger-mi'es : 














P., C. & St. L - 36,303,468 = 31,535,558 1. 4,767,910 15.1 
Chartioers.........2. 1,638,167 1,458,114 I. 180,053 12.4 
P., Wh. & Ky...... 1,500,548 1,033,530 I. 517,018 50.0 
ft gS aR seers P 4,556,261 4,067,077 I. 289,184 7.1 
Little Miami........ 23,093,029 20,456,940 I. 2,636,089 12.9 
ey Se ae 41,482,531 33,967,484 I. 7,465,047 21.9 
Total. ........108,374,004 92,518,703 I. 14,855,301 17.1 
Tons freight carried: 
P.,C.&8t. L .. .... 3,000,004 2,726,847 I 372.147 13.7 
Chartiers. . (218,258 167,571 I. 50,687 30.5 
P., Wh. & Ky 107,695 121,808 D. 14,113 11.6 
Olt 4 B eee 259,057 285,784 D. 26,727 9.4 
Little Miami**** 782,495 787,769 D. 5,274 0.7 
a! rer 2,484,321 2,310,053 I. 174,268 7.5 
_ 6,951,820 6,399,832 I. 551,988 8.6 
Ton-miles: 
P., C. & St. L........885,153,890 367,377,011 
Chartiers........ -- 1,270,692 1,206,430 
P., Wh. & Ky........ 2,345,315 2,650,644 
3 =, See . 13,816,861 17,926,938 
Little Miami........ 63,434.183 64,425,652 
Dy EUR ls naka 441,353,949 402,856,462 
"DORAL ..«.o-.6c0008 907,374,890 856,443,137 I. 50,931,753 5.9 


The average receipts and expenses per unit of traftic on all 
these lines was as follows, in cents: 


—-——Pass.-mile .-——— 


—--——Ton-mile.——_-—— 
Ree’t. y 





Cost. Net. Rec't. Cost. Net. 
P., C. & StL. 2. 1.630 0.750 0.840 0.440 0.400 
Chartiers. . ---. 3,000 2.130 0.870 3.220 1.650 1.570 
P., Wh. & Ky. 2.620 1.930 0.690 2.030 1.190 0.840 
C.& M. Vv oeaeas 2.630 3.430 *0.800 1.640 1.230 0.410 
Little Miami... 2.200 1.930 0.270 1.220 0.900 0.320 
CC. &1.C.... 2.430 2.370 0.060 0.800 0.700 0.100 

*Loss. 


On the Pittsburgh, Cincinnati & St. Louis the average rate 
per ton-mile in 1879 was 0.720 cent gross and 0.300 cent 
net ; on the Little Miami it was 1.140 cent‘gross and 0.270 
net; on the Columbus, Chicago & Indiana Central it was 
0.700 cent gross and 0.110 cent net. 

Some figures for train and car mileage taken from the 
very complete tables in the report of Mr. Thomas D. Mess- 
Comptroller and Assistant to the President, are as fol- 
ows: 





: —Av. train— 
Cicienits ne miles.-——-— load. 
rain miles. ass. Freight. Pass Fr’t. 
P.,C. & St. L..3,131,473 4,147,586 44,717,728 55.79 191.34 
Chartiers.... .. 81.114 167,187 210,581 3289 58.77 
P., Wh. & Ky +e 167,456 400,377 2952 132.44 
Cian. & M. V eee 599,601 2,364,794 20.54 101.02 
Little Miami 2,520,924 9,149,544 42.90 132.67 
’ : 5,062,357 55,682,655 36.63 151.47 





Total. ....9,926,290 12,665,1:1 112,525.6x9 

On the Pittsburgh, Cincinnati & St. Louis the average 
earnings per train mile were 162 31 cents gross and 76.31 
cents nef ; on the Little Miami, 141.12 cents gross and 41.23 
cents net; on tbe Columbus, Chizago & Indiana Central, 
118.53 cents gross and 17.95 cents net. 

Average passenger rates increased on all the lines except 
the Cincinnati & Muskingum Valley. In consequence, how- 
ever, of increased cost of labor and materials, the net rates 

\ecreased except on the main line and the Chartiers rvad. 


GENERAL REMARKS. 

The report says: ‘It will be noted that your properties 
nave not only been fully maintained, but have improved in 
condition during the previous year ; the steady growth of 
their. traffic, however, reauirés a continual increase of the 
facilities for handling the same. There were laid during 
1880 upon the lines covered by the report 12,017 tons oi 
stee] and 12,325 tons of iron rails. a * * 

“No has taken place in the cordition of the litiga 
tion between your company and the Columbus, Chicago & 





this company’s main line is neither owned nor maintained 
by it, but by the Tilinois Central. 

At the close of 1880, 590.82 miles.of these tracks were laid 
with steel, which is 51.31 miles more than at its beginning. 
The stock of engines was increased from 278 to 283, and 
there were additions to the stock of cars amounting to 875, 
all freight cars. At the close of the vear this stock amounted 
to 76 first-class, 24 second-class and 3 dining cars: 10 com- 
bination, passenger and baggage cars; 37 baggage, mail and 
postal cars; 137 way (freight conductors’) cars; 494 stock, 
3,800 8-wheel and 250 4-wheel box-cars, 1,382 platform and 
coal cars,and 7 service cars (paymasters’, derrick, etc.), 
making 6,220 in all, or an average of 734 cars per mile of 
road worked and 22 per locomotive. 

The balance sheet shows the following assets and _ liabili- 
ties: 

Assets. 
Construction account $28,709,731.87 
sd IN cia) GaN ei01dc:s Sai cns beacen 5, 41,278.33 


33 
Equipment bond trustees 545,245.82 


$34,396, 25: 
489, 381 





5.82 
Investments.... = , 3.99 
Detroit & Bay City Railroad 
Fuel and supplies... 
Bills receivable..... miner 
Accounts receivable .. ... 
Cash means 


340,171.78 








Total ‘ er $36,955,365,.90 
Liabilities. 
Capital stock icine scobears es ‘ $1 
Funded debt knees DAR Vinace hae 1 
Accounts payable. 
Income account: 

To Dee. ¢ 


8,738,204.00 
3,691 000.00 
1,200,849.16 


..-$3,019,347.81 
305,964.95 





3,325,312.74 


Total . ses $36,955,365.90 


Compared with the balance sheet of the previous year there 
isan increase in assets of nearly $262,000 in the construc- 
tion account of line owned, and of $10,000 in lines leased ; a 
decrease of $175,000 in investments; and increase of $17,000 
in Detroit & Bay City road; and increase of $174,000 in fuel 
and supplies; an increase of the whole amount ($503,620) of 
accounts receivable; and an increase of $619,000 in the cash. 
In the liabilities there is no change in stock or funded debt, 
and only the increase in the credit to income account. But 
$739,500 of the bonds have been purchased and are held in 
the sinking fund, a gain of $23,000 during the year. 

The work done during the year was : 


Locomotive miles: 















Seer 1,865,258 1,693,098 I. 172,160 10.2 
| 3,658,605 3,687,305 D. 28,700 0.8 
Miscellaneous....... 241,023 226,651 I. 14,372 6.3 
Switching.... 1,925,181 2,090,007 D. 164,826 7.9 
Total....... . 7,690,067 7,697,061 D. 6,994 0.1 
Traffic: 
Tons auled.... .. 2: 3,797,137 3,513,819 I. 
oo 735,611,995 721,019,413 I. 14,59: 
Passengers carried.. 1,699,810 1,445,655 I. 2: 
Passenger miles....115,523,789 93,232,430 I. 22,2y1 
Passengers: 
Through—No. east.. 77 AST 58,013 I. 19,434 33.4 
Mileage.. 21,994,94 16,475,692 I. 5,519,256 33.4 
Through—No. west. 65,892 52,5133 I. 13,379 25.4 
Mileage .. 92 I. 3,799,626 25.4 
Through— Emigrant. £5,531 I. 23,521 42.4 
Mileage .. 15,770,804 I. 6,679,964 43.4 
Through—Total No.. 166,057 I. 56,334 34.0 
Mileage .. 62,159, 47,160,188 I. 15,995,856 314.0 
Local—No.......... 1,477,419 1,279,598 I. 197,821 15.5 
Mileage.... . 52,364,745 46,072,242 I. 6,292,503 13.6 


It appears thus that this year the through passenger 
traffic was 54.7 per cent. of the whole, against 50.6 per 
cent. last year, and that of the total increase in passenger 
traffic 71.7 per cent. was through and 30 per cent. emigrant 
traffic. The emigrant traffic (all west-bound) was larger by 
20 ver cent. than all the rest of the west-bound through 
traffic, and what is really astonishing is that aside from 
emigrant traffic there were nearly one fifth more through 
pas-engers east than west, though the movement of popula- 
tion is decidedly westward. The increase in local passenger 
traffic (which is substantially equal in the two directions) 
was very large, though so much less than the increase in 
through travel. 


Freight: 
1880. 1879. Inc. or Dec Pc. 
Through east, tons. 1,323,614 1,434,000 D. 109,386 7.8 
Ton miles........337,273,440 387,015,495 D. 29,741,955 7.8 
Through west. tons. 601,812 605,124 D 3,312 0.5 
Ton miles........ 167,178,440 168,031,830 D. 852,390 0.5 | 
Through total, tons 1,925,426 2,038,124 D. — 112,698 5.5 
Ton miles........524,452.980 554,047,325 D. 30,594,345 5.5 
Local, tons......... 1,871,711 1,475,695 I. 896,016 27.0 
oe ae 211,159,015 165,972,088 I. 45,186,927 27.2 


Thus there was a decrease of 734 per cent. in through 
freight east and of per cent. in through freight west, and 





the small increase of 2 per cent. in the total freight move- 
ment was wholly due to an increase of 27.2 per cent. in local 
freight. 












Average passenger trains. 1880. 1879. Ine. or Dee. P.c. 
Se See ae 5.02 . 0.52 10.3 
No. passengers ....... ...... 61.95 5.07 I. 6.88 12.5 

Average freight trains. 

WL cick s0e.piSinaa'ncias 24.16 23.97 1. 0.19 0.8 
No. tons freight ........ .... 201.07 195.54 I. 5.53 3.0 
The earnings and expenses were : 

Earnings. 1880. 1879. Inc. or Dec. P. c. 
Freight .... $6,195.970.72 $4,986,987.84 I. $1,208.982.88 24.2 
Passengers. . 2,461,771.31 2,06¢,264.51 1. 399,506.80 19.0 

| Maal............ 103,418.73 96,444.50 1. 6,974.23 7.2 
| Express ....... 121,564.20 129,133. 3D. 7,569.03 5.8 

Miscellaneous. . 68,650.08 71,964.26 D. 3,314.18 4.6 
Total _ $8.951.375 04 $7,346,794.34 I. $1,004,480.70 21.8 

Expenses...... 5.5 4,497.910.67 1. 1,043,584.90 23.2 

eee re 211,681.76 D. 4,426.24 2.2 

Exp. & taxes.. $4,699,592.43 I. $1,039,158.66 22.1 

P. C. of earn... 63.97 

Net earnings... 2,647,201.91 565,422.04 21.4 





There is an increase in nearly every item of working ex- 
penses, and in some the increase is very large, and in none 
more so than in maintenance of road and structures—the 
percentage of increase being 18 per cent. in road repairs, 75 
in bridze repairs, 100 in fence repairs. 200 in building re- 
pai s, 70 in water works repairs, but only 2!¢ in locomotive 
and 11 per cent. in car repairs, and 13.7 in fuel. The 
largest amount of increase in a single item is $236,788, or 91 
per cent., for car-hire. 

The course of rates for four years is shown below, in cents: 





Per passenger per mile : 1880. 1879. 1878. 1877. 
POUR OREE oF nose ciscinsces cas 2.04 2.12 231 2.08 
- GONE isc 2.10 2.3 2.28 2.10 
POI Ys cin 'e Sereda ses os0cee 1.05 1.09 1.05 0.96 
Total through ... je | 1.81 2.04 2.09 
TE TSE Te a 2.62 2.74 2.77 
Total through and local......... 2.13 2.21 2.41 2.36 
Per ton of freight per mile : 
i EP eee 0.719 0.515 0.599 0.762 
ve west... . 0.494 0.441 0.548 0.605 
Total through .........0.<. 0.648 0.493 0.589 0.702 
Local. . . 1.326 1.356 1.679 1.845 
Total through and local... . . 0.842 0.692 0.848 0.982 


The disposition of the income was as follows: 
Income: 
WOE GRNOUAGE, cas cs dsinccaiecass 


. $3,212,623 .95 
Revenue from investments 7 











See ne a 134.373.6867 

ites saad ia e¥s. cons ...33,546,997 .62 
Interest, Main Line............. $765,520.00 
, SN BOs. oc tnniccinsens snide 619,599.58 


184,310.00 
70,000.00 
re 1,639,429.58 


Rental. leased lines 
Jackson accident.... 


Surplus over changes 


$1,707,568 .04 
Dividends (8 per cent) 


1,499,056 .32 
Balance from 1880 $208,511.72 
~ oe 1879 97,453.21 


Total balan e. pence $305,964.93 

The following are extracts from the report of President 
W. H. Vanderbilt : 

‘* As anticipated in our previous report, the condition of 
the property has been much improved, and the results of 
the year in that respect are very gratifying. The improve- 
ment is marked in the roadway and track, bridges, build 
ings, station grounds and rolling stock, for which there has 
been expended, in excess of the amount necessary for actual 
maintenance, say $750,000, the particulars of which are 
fully detailed in the General Manager’s report herewith. 

‘*The business of the yeer was the most successtul in the 
history of the company, the particular features of which 
are the largelv increas2d volume of traffic, the considerable 
and permanent improvement of the property, and the re- 
sulting dividend of 8 per cent. paid to the shareholders. 

‘The operating expenses show an increase in their per 
cent. to earnings, viz.: from 63.97 to 64.11, or fourteen- 
hundredths of 1 per cent., which is small, in view of the 
fact that for the improvement of the property there was 
charged to exnenses, say $600,000, which could very prop- 
erly have been charged to construction account. Had this 
amount been so charged, the operating expenses would have 
been but 57.41 per cent., or a reduction of 6.56 per cent. 
from last year. 

“* Construction.—This account, for the entire system, has 
increased during the vear, as stated in the General Man- 
ager’s report, $271,109, of which amount the cost of lands 
and new second track, viz., $95,184, was paid with funds 
derived from traffic; but the cost of 227 new freight cars, 
viz., $175,925, was paid with proceeds of sundry securities 
which the company kad theretofore held. 

* * * * * * * 

**Tne report of the Trustees of ths sinking funds occupies 
its usual place herein, and the fact that these funds were 
established to provide for the redemption of the 8 per cent. 
bonds of the company, maturing Oct 1, 1882, makes their 
reports of annually increasing importance. 

** Attention is invited to the report of the Land Commis- 
sioner of the Jackson, Lansing & Saginaw land grant. It is 
of more than ordinary interest, as it shows the increasing 

rosperity and development of the northern portion of tae 

ower Peninsula, and indicates the rapid reduc‘ion of the 
mortgage debt on the Jackson, Lansing & Saginaw road. 

* Especial attention is invited to the report of the General 
Manager in respect {o the extension of the Jackson, Lansing 
& Saginaw line to the Straits of Mackinaw, which, it is ex- 
pected, will be couspleted early in the autumn of 1881, and 
the advantages to be derived therefrom by a connection with 
the Marquette & Mackinac road, now building. 

“The excellent condition of the company’s property, and 
the successful operations of the year, are largely due to the 
faithful labor of the General Manager and bis efficient assist- 
ants.” 

General Manager H. B. Ledyard reports in detail the more 
important repairs and construction of the year. The only 
charges to construction account were $40,184 for land at 
Detroit and Grand Rapids. $55,000 for six miles of second 
track from Jackson to Leoni, aud $175,925 for 227 of the 
900 new freight cars. 

Mr. Ledvard says: ‘‘ Arrangements for the extension of 
the Jackson, Lansing & Saginaw Railroad to the Straits of 
Mackinaw were concluded in the month of November. It is 
expected that this extension will be open for traffic next 
fall, about the time the road now buildin from Marquette 
| to Mackinaw will be completed, which may, in the future, 
afford ar important connection with the Northorz Pacife 
road. 

‘This extension, in addition to materially increasing the 
traffic of that branch of ths road, will, it is believed, be of 
benefit in opening up for settlement iands which the com- 
pany has for sale.” 











